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Freight Yards Again. 


To tue Epirror oF THE RAILROAD GAZETTE. 

There seems very little to say about freight yards since 
you printed Mr. Cushing's article on the subject. Cer- 
tainly nothing has been printed on this side of the Atlantic 
covering the ground so thoroughly. It is to be feared, 
however, that the very fullness of the paper and the elab- 
orateness of the plans may scare off from = the subject 
certain men who want to improve their yards but who 
cannot afford to make a perfect yard at once. It is 
conceivable that on reading the first “principle” stated, 
viz.. “(1) The yards should be between the main tracks,” 
such a man might dismiss the whole paper at once as in- 
applicable to a single track road. This would be a great 
mistake, for there is much in the paper that is applicable 
to all yards. The second “principle,” covering reception 
tracks, is applicable aimost everywhere, and another 
general principle, that the cars should be kept always in 
forward movement, is brought out in the end of condi- 
tion 3. 

This latter principle is probably applicable in’ every 
yard large enough to warrant the assignment of a switch 
engine, and in my opinion should head the column of 
principles. When once this principle is admitted, it com- 
pels a separation of the receiving and classification yards 
with ladders so arranged that every track of the receiving 
yard will lcad into every track of the classification yard. 
Then if the trains are to leave the yard with cars in 
any particular order the same principle compels the 
adoption of gridirons and starting lines. 

Next in importance to the adoption of these two princi- 
ples, or one principle if you prefer, comes careful study 
of the light locomotive and caboose movements, noted in 
Mr. Cushing’s 4 and 11. With a proper regard for these 
and a full consultation of the yardmasters, as suggested 
by Mr. Cushing, you can hardly fail to have a good yard. 

I trust it will not be thought invidious if I call atten- 
tion to the fact that in different parts of the paper three 
terms are used for the same thing. “sorting lines,” “lanc- 
ing yard” and “gridirons.” This is the more a pity as 
such yards are a comparative novelty here. 

Although the subject has been carefully studied in 
America, as Mr. Cushing shows, for fully ten years, there 
is. with a possible single exception, no yard here which 
economically provides for the placing of cars in freight 
trains in given order. Even in yards properly designed 
for the receiving of trains and classification of cars this 
station order” matter has been neglected, and the few 
trains whose cars are put in order are “made up” by 
the old and wasteful method of back and forth switching. 

Under these circumstances it is to be regretted that Mr. 
Cushing does not say how he means to operate his “lane- 
ing yard.” The grade of 0.88 per cent. would hardly 
seem to be enough to start cars by gravity, so that it is 
to be supposed that he proposes to work it by poling, as 
he does his classification yard. Might I suggest here that 
the “hump” arrangement recommended earlier by Mr. 
Cushing might be successfully used in such a lancing 
yard? It has heen a question with me for some years 
whether we shall ever be able to operate gridirons suc- 
cessfully with our heavy cars. In Europe, with their 
straight gravity yards and with small cars with brakes 


on the sides it is practicable for men on the ground to 
apply the brakes, using the precautions of “shoes,” “sand- 
tracks” and “chain-brakes’” to prevent runaways. But 
with our brakes there must ke a man on top of each 
car to control it if the cars are to be poled at the usual 
high speed. With the numerous “cuts” probable in a 
“lancing yard” it would hardly seem practicable to pro- 
vide enough brakemen to ride all the cars, while the al- 
ternative of setting men to “catch” the cars seems hardly 
safe. Indeed, this dilemma has already interfered with 
the working of vards designed for poling. With a “hump” 
however it would seem that cars could move at such low 
speeds that they could be readily caught if, indeed, in the 
short length of a gridiron they could not be trusted to 
catch each other. 

I trust that this will not be considered a criticism of 
Mr. Cushing’s paper, which is admirable for the purpose 
for which it was intended. I only regret that he did not 
make it still fuller by giving the plan of the yard which 
was actually built as well as the ideal yard. G. F. J. 





Classifying Locomotives. 


Jaltimore & Ohio Southwestern R. R. Co., ) 
Cincinnati, Ohio, Jan. 5, 1801. § 
To Tie Epiror or THE RAILROAD GAZETTE. 

The idea for classifying locomotives in a systematic 
way. suggested by “Roadmaster” in your number of Dec. 
7, and further developed by “Superintendent” in that of 
Dec, 28, appears to me to be very good. One trouble with 
both of the schemes suggested would seem to be in the 
difficulty in enunciating the various combinations, as for 
instance, the arrangement shown in your diagram would 
have to be read “small A capital A small A.” 

Might I suggest that a combination of the two methods 
already suggested would do away with this difficulty. 
Represent small wheels by numbers and large wheels by 
letters. Taking the locomotives represented in your pre- 
vious diagrams in the order in which they there appear, 
the resulting combinations would be read ‘1-A-1, 2-A-1, 
B, 2-B. C. 1-C, 2-C, 1-D, 2-D, 1-E, -2-B-1.” 

C. LEwIs. 


January 3, 1901. 
To The Eprror oF THE RAILROAD GAZETTE. 

Allow me a word in reply to “Superintendent’s” letter 
in your issue of Dee, 28, 

The difference in the sizes of figures shown in designat- 
ing the classes of engines in my memorandum, published 
Dec. 7, was made to show the connection between the 
sizes of the wheels and their relative location, but it is 
not essential that this difference be shown, in practice, 
either in figure or speech, and the object would be defeated 
if letters were used to show the number of leading, driv- 
ing or trailing wheels. 

The classes in the order shown would be numbered: 
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Twenty-one one 
Two 


Twenty-two 


163] 


The system will be only limited when the namber of 
drivers on a side reaches ten; the unit figure always show- 
ing the number of driving wheels. To use this system the 
only prerequisite is to remember that you are looking 
at the south side of a west-bound engine. 

ROADMASTER. 


Combinations and Our Present Duty. 


New York, Jan. 29, 1901. 
To rune Epiror oF THE RAILROAD GAZETTE. 

The Interstate Commerce Commission has issued the 
usual advance sheets of its annual report. Under the 
head of “Railway Combinations” much attention is 
given to the various leases, purchases, stock acquisitions, 
communites of interest and other forms of co-ordinated 
management which are so prominent a feature in the 
railway situation at the present time. In stating the in- 
ducements for this movement, the Commission hits the 
nail upon the head with noteworthy frankness, remark- 
ing first, that competition between railways is especially 
destructive; second, that slight improvements in traffie 
returns produce large aggregate results; third, that rail- 
road properties may be combined with exceptional ease; 
and fourth, that the statutes of the land operate to 
compel such combinations. 

The bearing of the last point upon future legislation 
is so direct that the precise language used by the Com- 
mission should be quoted. 

“In addition to these inducements, the statutes of the land 
operate to produce the same result. Many years ago the rail- 
way managers found it necessary, in what they believed to 
be legitimate self-protection, to form pooling contracts. They 
still believe that the right to make and enforce such contracts 


is a proper and essential one, but the Interstate Commerce 
Act renders the formation of these contracts not only illegal 
but criminal. The act also provides that carriers shall pub- 
lish their rates and adhere to them, but the anti-trust act, 
as interpreted by the courts, renders any agreement with 
reference to the making or maintaining of interstate rates a 
crime. If carriers are to make publie their rates and to 
charge all shippers the same rate, they must, as a practical 
matter, agree to some extent with respect to these rates. 
When railway managers believe that the law forbids in one 
act what they deem necessary to the observance of another, 
the obvious tendency of the enforcement of such a law is to 
lead to the discovery, if possible, of some way in which it 
cun be avoided. So if there can be no agreement in the op- 
eration of independent railways, it seems inevitable that 
there will be unity or agreement in their ownership.” 
This is sound and sane. 

responsible for the present 
of railway combinations. 


Federal legislation is chiefly 
movement in the direction 
To be specific, associations of 
title and of interest among competing railways are com- 
pelled by two Federal laws: one, the anti-pooling pro- 
vision of the Interstate Commerce law, and the other, 
the anti-association provision of the Anti-Trust law; 
both in their operation being inconsistent with any con- 
ceivable scheme of statutory regulation. This has long 
been thoroughly understood by students of the question, 
and it is refreshing to see it clearly recognized and stated 
by the Commision. 

Our industrial system is based upon the efficiency of 
competition. Socialism aims to extinguish competition 
and establish a parental government by the state. Like 
every other natural force, competition may readily be- 
come excessive; railways are particularly subject to the 
possibility of its excess and to injurious results there- 
from. Railway pools as heretofore employed in this 
country and as still customary in other countries afford 
an internal regulation of competitive extravaganecies; 
they were forbidden in the United States by an unfortu- 
hate and inconsistent section in the Interstate Com- 
merce law. Thereupon railway associations were de- 
vised as a less effective form of similar internal regula- 
tion. These also were forbidden by the Anti-Trust law 
as construed by the Supreme Court, which conceived 
that extreme competition between railways was the leg- 
islative demand. But uncontrolled railway competition 
means the extinguishment of railway revenue. Legisla- 
tive conditions have such that railroad 
values cannot be preserved, and railroad service cannot 
be performed under the Federal laws applicable to the 
business of railroad transportation; hence “Railway 
Combinations” became the only recourse. 

It is easy now to understand the genesis of the legis- 


thus become 


lative error; there were dangers perceptible in pools; 
sometimes injustice resulted from them. 

might have acted with a view to forefend the dangers and 
restrain the injustice, but instead of doing this it adopt- 
ed the policy of “thorough” and destroyed pools alto- 
gether. When there are worms’ nests in an apple tree 
the wise farmer does not cut down the tree, but removes 
the nests. A like thing occurred in respect to the spasm 
of anti-trust legislation in which Congress, as well as 
state legislatures, afterwards became involved. There 
were evils to be apprehended from what were then called 
trusts, being arrangements under which competing man- 
ufacturers controlled the excesses of their competition 
by agreements respecting prices, selling methods, terri- 
tories, ete. Instead of enacting laws to restrain and 
prevent the apprehended evils the axe was applied, and 
all such arrangements were made illegal. The effort to 
restrain competitive excesses being thus absolutely for- 
bidden, competitors were practically and logically driven 
to protect themselves by the physical amalgamation of 
competing properties, which legislatures could not pre- 
vent; hence arose the wave of consolidating competing 
manufacturing establishments into single gigantic corpo- 
rations which swept across the country two or three 
years ago. If legislation had been only regulative in its 
scope these combinations would not have been consid- 
ered desirable; but the legislation was prohibitory; the 
parties often were loath to enter the combinations, but 
could see no other way to preserve their property with- 
out violation of law; hence it is quite true to say that the 
Anti-Trust law was the parent of the amalgamation of 
title, which is the more modern form of the industrial 
trust; and it is equally true that the Anti-Pooling and 
Anti-Trust laws together have given special impetus to 
the railway combinations of 1900 and 1901. 

In view of present conditions it is impossible to resist 
the feeling that it would have been far more consistent 
with the interests of the general public to establish laws 
that would have permitted competing railways to main- 
tain their independence under arrangements suitably 
framed for the restraint of competitive excess. Legisla- 
tion has played into the hands of capitalists by affording 
a logical reason for railway combinations. Even now 
the combination movement may be checked by a reversal 
of the legislative attitude; that is, by authorizing meas- 
ures under which the individual existence of competing 
railways may be preserved. Undoubtedly this should be 
done, and the Interstate Commerce Commission makes 
this recommendation. The potential evils of absolute 
combination are undoubtedly greater than the potential 
evils of pools and associations. 

The Commission now says respecting combination that 
the “danger lies in the fact that the only cheek upon the 
rate is thereby removed.” This was the very danger 
apprehended from pools and associations, only that it is 
how more dangerous and more obvious. The true rem- 
edy is the same as before; not prohibition of the thing 
but regulation of the result. 

In fact prohibition of railway combinations is impos- 
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corporate organizations are crea- 
states and cannot 


sible because railway 
tures of the individual be controlled 
by Federal laws. Regulation, therefore, is now the only 


yossibility. The danger is that such new legislation as 


may be devised by Congress will go too far; laws which 
attempt too much are sure to fail or to be evaded. It 
is the evils that exist which should be dealt with, not 


necessarily the evils which may be apprehended nor the 


facts out of which such evils grow. The experiences 
above referred to show how failure arises from laws 


that are too extreme in their provisions, 
Now let us assume for a moment that a present danger 
exists in the fact that railway competition is becoming 


less and less and hence that extravagance in railway 
rates may arise. The statement of the Commission that 
“the only check upon the rate’ is removed by railway 


combinations is, of course, inexact and extravagant. If 


THE RAILROAD GAZETTE 
The New Class I Central-Atlantic Type Locomotives— 
New York Central Railroad. 


The development of Class I, eight-wheel locomotives 
of the New York Centra] railroad was illustrated in the 
Railroad Gazette, Oct. 26, 1900. In speaking of Class 
I-3, only two of which were built, to haul the Empire 
State Express, it was said that those engines were but a 
step in the development of a type that would later take 
a prominent place on the road. The more important de- 
sign has been completed and some of the engines are at 
work. There has also been a complete re-classification 
of engines and the old Class I engines have not only 
been superseded in class name, but will soon be super- 
seded at work, and the new Central-Atlantic type loco- 
motive, here illustrated, will pull the Empire State Ex- 
another car will probably be added. 


press, to which 


VoL. XXXIII. No. 5. 


will also build 30 simple consolidation locomotives hav- 
ing about 127,000 Ibs. on drivers, and to be used on the 
Pennsylvania division. The first of the two-cylinder 
compounds was finished last week. One of these locomo- 
tives and engine No. 2,999 of the new Central-Atlantic 
type, will be exhibited at the Pan-American Exposition 
at Buffalo. 

The new passenger locomotives were designed by Mr. 
A. M. Waitt and his staff in consultation with Mr. J. E. 
Sague, Mechanical Engineer of the Schenectady Locomo- 
tive Works, from all of whom we have received informa- 
tion in preparing this description. 

The engines are remarkable, first for the great amount 
of heating surface they carry and the relation of the 
grate area thereto, being better provided with heating 
surface than any other built for similar duty. They lack 
but 2300 sq. ft. of having as much heating surface as the 
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The Central-Atlantic Type Locomotive—New York Central Railroad. 


there was only one railway company in the land (a situ- 
ation that certainly is not soon to be apprehended) there 
would still remain the principal checks upon the rates 
the competition of markets as 
But it is true that by 
“check upon 


which now exist, viz., 
that 
the combination of two competing lines one 
the rate’ is removed, and it seems to be right and proper 
that a should be 


established. 


well as of other carriers, 


corresponding degree of protection 
This means a protection against excessive 
rates when accomplished through the agency of the as- 
sociations and conferences which it is now proposed to 
authorize, It does not mean control over rates generally. 
Such excessive rates, if any, as now exist and such ad- 


vances in rates by classification changes as the Commis- 


sion discusses at great length, furnished the occasion 
for the protection which was given by the Interstate 
Commerce law as first enacted. In that law unreason- 


in the opinion of the 
it is its duty 


able rates were made illegal. If, 
Commission, an unreasonable rate exists, 
to apply to the Court This plain 
remedy has seldom, if ever, been employed. The Com- 
inission has assumed that it would do no good to make 


for its suppression. 


such an application unless it was coupled with the nomi- 
nition of the future which the law did 
not confer upon either the Court or the Commission. 
Many siudents of the subject believe that the employ- 
ment of the existing statutory grant of judicial power 
would be adequate to remedy such evils of excess in 
rates as now exist, or as are likely to exist under prop- 


rite, a power 


erly regulated railway agreements. The Commission 
does not so believe, but on the contrary asserts that no 


remedy will be fully adequate short of giving that body 
absolute control over all railway rates, traffic, rules and 


regulations, Classifications and divisions of rates upon 


joint business. The remedy which it proposes would 
surely be worse than the disease; it would repeat and in- 
tensify the errors of the past. It would introduce a 


burenu for the control of railway charges, which, when 
the other askings of the Commission in 
respect to equipment and railway 
would) practically accomplish a complete revolution in 
the direction of socialism as applied to the great industry 
of transportation; would find little 
left: for do beyond the payment of their neces- 


with 
railway 


coupled 
accounts, 


railway managers 
them to 
vouchers and interest 

The case now presented is clearly one for candid and 
thoughtful and debate. Very much has 
been said from the side of the Commission; very much 
be said in opposition to their views. It is a 
honestly hold divergent ideas in re- 
spect to the methods to be employed. Some form of new 
desirable. ‘The subject is one that calls 
for conferences and conciliation rather than for the shak- 
ing of fists. It is a relief to find in the statements of the 
Commission above alluded to an apparent disposition to 
treat this difficult subject as upon which the last 
word has not yet been said, and there now seems to be 
that an agreement may be 


course in respect to new leg- 


sary coupons, 


consideration 


may case 


where parties may 


legislation is 


one 


some reason for hoping 


reached upon some middle 


islation which for a time at least may ameliorate the 
Wrongs and inconsistencies that now exist in our Fed- 


eral statutes, ALDACE F, WALKER. 


Under the new classification, old Class I engines be- 
come Class ©, and the Central-Atlantic type becomes 
Class I. It is expected that within two years all Class 
C engines, of which, for example, the famous engine No. 
99 is one, will be replaced by the new Class I, and 
that all heavy express work on the main lines will be 
done by the new engines. There are now six of them at 
work and five more of the present order for 20 will be 
finished in the first week in February. For the present 
these engines will be about evenly distributed on the 
Iludson and the Mohawk divisions. The new design has 
received strong indorsement by motive power men of 
other railroads having locomotives built at Schenectady. 
Since the first of these engines came out, there have been 
two requests made to have pending orders for passenger 
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largest locomotives in the world, the Pittsburgh, Bessemer 
& Lake Erie consolidation of the 150 Class, having 3,805 
sq. ft. to the Central-Atlantic’s 3,505 sq. ft. 

The relations of grate area, heating surface and cyl- 
inder volume have been given careful attention, and the 
traction increasing device, by which weight is shifted 
from trailing wheels and engine truck to the driving 
wheels gives these locomotives distinct individuality in 
the United States. The design, as a whole, is the materi- 
alization of ideas tentatively discussed by Mr. Waitt with 
officers of the Schenectady Locomotive Works something 
more than a year ago. 

The driving wheels have steel centers and are 79 in. in 
diam. over tires. The driving boxes are cast-steel. The en- 
gine frames are wrought iron, finishing in plates at the rear 
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Adjustable Equalizer Fulcrum. 


locomotives changed to conform to the Central-Atlantic 
design; another railroad company asked that an option 
for such change be given them in a contract for passenger 
locomotives, and a fourth, similar request, applied to an 
order for freight locomotives. 

It may be timely to say here that the Schenectady 
Locomotive Works, the builders of these passenger en- 
gines, are also building 20, two-cylinder compound con- 


solidation freight engines with wide fire-boxes, and boilers 
almost the counterparts of these heavy passenger engine 
boilers; the weight on drivers to be about 163,000 Ibs., and 
the cylinders closely equivalent to 21% in. x 34 in, They 


as illustrated. The engine deck plate is cast steel. The 
trailing wheels are 50 in. in diam., with 44-in. cast-steel 
centers. The trailing axle is not radial but there is some 
play in the pedestals. The journals for trailing wheels 
are 8 in. in diam. x 14 in.; driving axle journals, 91% in. 
in diam. x 12 in., and engine truck journals 614 in. x 10 
in. The main crank pin is 6% in. in diam. x 7 in., and the 
cylinders are 21 in. in diam. x 26 in. 

The total weight of engine in working order is 176,000 
Ibs., of which about 95,000 Ibs. is normally on the drivers, 
42,600 Ibs. on the engine truck, and 38,400 Ibs. on the 
trailing wheels, When the adjustable fulcrum is shifted 
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General Elevation of Lingine. 
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BEugine Elevations and Sections. 
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General Design—Elevations, Sections and Details of Boiler. 
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Wrought Iron Frames of Engine. 


. Built by SCHENECTADY LOCUMOTIVE WORKS. The Central-Atlantic Type Locomotive—New York Central Railroad. mr. a. m. wairr, Supt. Motive Power and Rolling Stock. 
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to put about 10,009 Ibs. additional weight on the drivers 
distribution becomes 104,800 Ibs. on drivers, 
200 Ibs. on the trailing 


the weight 
37,000 Ibs. on engine truck, and 34, 


wheels. The normal traction, estimated with 85 per cent. 
of the 200 ibs., working steam pressure, and based on 


adhesive weight, is 23,725 Ibs. 


It is caleulated that with 
the traction increasing device in action the tractive effort 
is increased to 25,350 Ibs. The additional adhesive weight 
is taken in part from both the engine truck and the trail- 
ing axle, in the proportion previously given in weights. 
This result is effected by using main reservoir air pressure 
in the cylinder shown in the detail drawing of the ad- 
justable equalizer fulcrum, thus bringing into play the 
forward fulcrum point that gives the trailing wheels the 
long end of the equalizing lever. It is, of course, within 
the control of from the cab. The practical 
demonstration of usefulness of this arrangement is daily 
the West Albany Till. Any of the old Class I 
engines hauling a six-car passenger train west out of 
Albany had a helper up this grade. The Central-Atlantic 
type, Engine No. 2,980, for example, here illustrated in 
half-tone, puts on the traction increaser and, unaided, 
with six 
is straight-top with wide fire-box and has 

The crown and grates are sloping. There 


the engineer, 


seen on 


makes time ears. 
The boiler 


two fire dbors. 


C7'SHN 











Pilot and Coupler Attachments. 


is a mud drum, the center line of which is 20 in. ahead of 
the throat. Radial stays are used except where slings 


are shown in the three front rows of crown stays. The 
total heating surface is 3,505.17 sq. ft.. and the grate 
area 50.32 sq. ft. The ratio of grate area to heating sur- 


face is as 1 to 69.65 and the ratio of cylinder volume to 
heating surface as 1 to 336.38 sq. ft. In this connection 
remarked that the conclusion reached by the 
committee of the Master Mechanics’ Association in 1897 
while considering the relations of grate area and heating 
surface, a note on the requirements 
for successful soft coal burning, after all the changes in 
tractive duty that have come about. The dimensions of 
the fire-box are: Length, 8 ft. 4% in.; width, 6 ft. 
depth front, SO in.; depth back, 69 in. 

In the various locomotives that will now be 
planted by heavy ones the relations of cylinder 
volume to heating surface have ranged from, as 1 to 231, 
up to as 1 to 805, all of which, it may be seen, was above 
the Master Mechanics’ recommendations of 1 to 200 for 
but none bore as high ratio as that of the new 
engines. The indications from the several engines now 
working are that steam will be abundant at low fuel cost, 
and that the liberal dimensions of pins and journals are 

Thus far there has been no 
railing wheel journals partic- 


it is to be 


still sounds so true 


3 4 in. 


sup- 


these 
coal, 


soft 


going to insure cool running. 
heating of journals and the t 


ularly are working well. 
The valves are 12-in. pistons with inside admission. 
They have 1-in. steam lap, 4-in. exhaust clearance, and 


are set line and line in full gear for both motions, the 


Valve-Netting of N.Y. C.& H.R. R. Engine No. 2,979. 
LEAD VALVE OPENS CUT-OFF 
@ 
S 3 Front Back Front Back Front Buck 
cs Stroke | Stroke | Stroke | Stroke | Stroke | Stroke 
YZ. In. In. In. In. In. In. 
Left 0 0 2 2 pa 23, 
1 eescccccccsocs . . “ 
Right 0 0 2 2 23y'5 233 
2 i é Ij 1j 21 21y5 
3 3 a2 18 ié 19 19 
4 1s re is 18 17 17 
5 v0 a2 5 3 15 15 
Left is* is 13 es 13 13 
6 ervaaipeeuece 
Right) jS IS 17 13 13 13 
7 it iF Ye t's 11 1] 
8 %S % 43 43 9 9 
~ Sr r uy ¥ 6 6,5 


eS" or 


“FP,” Seant or Full. 
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greatest travel being 6 in. There is given herewith a 
table of data pertaining to the setting of valves on 
engine No. 2,979, one of this class. In the column of 
notches of the quadrant notch No. 1 is evidently ‘‘the 
corner.” 

Road tests will be made as soon as convenient and it 
may then be possible to give further information. In- 
teresting details, not elsewhere especially referred to, may 
be found in the accompanying specifications: 


GENERAL SPECIFICATIONS. 


Description. 








Type OT eit keene eRaceatn pe Central-Atlantic 
Engine truck ....... eer” nie lek iniv omnes Swing ar r 
DEMIERUOT 5 's's sw wiwln 30's s:0-0r a 19,6'8 is talein Ged Maes ete losies 980 
Name of pulGer: see chenectady Locomotive, Ww ake 
Name of operating road................N. Y. > je ee ee 
cw ite ka ncd cutee wa Wins Ca wee eal hake eam 4 ft. 8% in. 
SRMIDED) OP’ CORTISOL 5 6 5 bio 50-50 as keel pte Ve waldgleaeenee Simple 
Si OE Sel TO DS MBO :..6.6 osc .0- since ersie cis ese 3ituminous coal 
WE CO DEIN CRG so. 0:0:ccccdediacdawenes sees cee ae 95,000 Ibs. 
Weight on trail wheels (normal).................. 38,400 Ibs. 
Weight on truck wheels (normal)................. 42:600 Ibs. 
Weight, total ......... erase ia tice POSIT eee 176,000 Ibs 
Weight, tender, Robded. kook cceNces eer se 110,900 Ibs. 
PG, TCR CURE ios 0506 ok os sis sine nes oe ies 48,900 Ibs 
General Dimensions. 
Wheel ‘base, total, Of Cngine 6... 6:5si06.5cncissiee ccd 27 ft. 3 in. 
Ci SR eee Tee ere Ce ee abe 
Wheel base, total (engine and tender)................ 358 ft. 
Height, center of boiler above rails................ 9: ft.. 3: in. 
Picight. OF Stack BHOvVe TAUB. oocis ciccc ee wick swecss 14 ft. 10 in. 
FROSTING BEETACE, BEC-DOK oo oiccikciec nesses wesmecacs 180 sq. ft. 
RECOTIDD BUTTACE TATIIOB. oso s0se ciorcw Sco w sia eae o05 3,298.08 sq. ft. 
Heating surface water tubes........... Brahe ateie oe -27.09 sq. ft. 
Heating surface, total........ ssiegersietovemte lel eco 3.17 sq. ft. 
THERTE DOOR i as05660 600 new ewes Pere er re ee .o2 Sq. ft. 
Wheels and Journals 
DPRAV CRE: TUMMIOR 600s, 0:6 5:00 aos aisles hiklevolecesesstcpera cere area Four 
Drivers, diameter .......... ss iavote tna thre eaten eiprelaie ocelot eae tote 79 in 
Drivers, material of centers....... peu lets mua ....-Cast steel 
ROR AIE OE 5 ios ora ea to ren o-oo cle te Sails cee sees weieeiett Cast steel 
Truck wheels, diameter...... sls ite eames see ta ve tote Gia ace ok oP 36 in. 
Trailing wheels, 50 in. diam........ 44 in., cast steel centers 
Journals, driving axle, size............9% in. diam. x 12 in. 
Journals, trailing axle, size............. 8 in. diam. x 14 in. 
Journals, truck axle size...........sees 64 in. diam. x 10 in. 
REGS VERN BG. HIRES 5 cnc dso 505 0a epee 6% in. diam. x 7 in. 
Side rod journals....Main, 7 in. x 44 in.; front, 5 in. x 4 in. 
Cylinders. 
Gplindera: MiRINCtOTr 6csises vec eescan sent ew a wusteee vice Ens 
eee Saiene ee eine kee ---26 in. 
PISTON TOG. MIAMOCCCE avs cs cceisse sects vee See aloo cewanee 3% in. 
Kind of piston rod packing............ vevsece cl, i, metallic 
BUORMR HOTES, WEED. 0:2 oeccccne vewwien Slain ea beter aranere .. 15g in. 
Exhaust ports, width............. ES Re ey ee -21%4 in. 
Bridge, width ........ caked nae oes iews EEE AE ear . 1% in. 
Valves. 
Vaives, kind of... ..cesss Piston, 12 in. diam., inside admiss. 
WOIVGR: QEORLORE SPAVEl 5 ns ninco ons anise eae ccwieweesaiseek 6 in 
WOAVOR, BOM LAID. vice ois asec cise ee os. aire thous wets sinakeioaee 1 in 
WRITER, DERUEE CIPRTRIIOR 5 ois a ss awine vd ccwcewtne ctencews \ in 
Vaives, lead im full @eOl.. ....cicecewesccss preusotersutelerolaertee 0 in 
Weivem, Bem AC G Oe. CRC oi vs vc cvvsisvenanccca -- 9-32 in 
Boiler. 

RUMOR Fosse civic wrnrete Wiehe Bae wie-ormelate Straight, with wide fire- box 

Boiler, working steam presSure.......cccccecesceceed 200 Ibs. 


Boiler, material in barrel and outside of fire-box, 
Carbon steel 





Boiler, thickness of material in barrel, first Be second 
courses, 4 in.; throat *%4 in.; sides and top, 7-16 in.; 
back head, % in. 

Boiler, outside diameter of barrel, first ring........ 72 in. 

Seams...Horizontal, butt joint, sextuple riveted, welt strips 

REANIG, CINCUMPCTORUIRL . 6 665 )5.6:<:6:<3010 sre bie sieise see Double riveted 

Thickness of tube sheets............Front % in., back % in. 

TU GE CHOW GE i. ois is oie néace ces deans cues 3¢ in. 

Crown sheet stayed with.............06. 1\ in. radial stays 

a Serre er ee ee . 30 in. 

Fire-Bou 

ee, SI io in odin ips oe OR Re RG eee eee 8 ft. \% in 

ARCHED A, SUMNIDD 55ci0'-wico so eave ig 3e.lee Nahin ta usiene ose taele, wea 6 ft. 3% in 

Poe Ok, CPRte (STONE ike ve cess whe ku cece ewe enews .804, in 

RIDE-DOK, Get RCH. :6 20 600 0.0:5:0 0:0 8st 6 o's oaewiniss on oo eels 69 in. 

Ge | a aren nr Carbon fire-box steel 

Fire-box, thickness of sheets....... Sides 5-16 in.; back *% in, 

NRO K) MSTACK RNIN, 55.0 sales e.-e wars wrarewretolbigsevece On water tubes 

Fire-box, water space, width, 

Front, 4 to 5 in.; sides, 34% and 5% in.; back, 34% and 4% in. 
CRUE UN GON 6 5 sin 0 os wie eine 50 eS Roc king, N. Y. C. standard 
PI MR eS <i nnecces Plain, with dampers, front and back 

Tubes. 

I, OE Eo 5s sins knee ode caw ene ctu berks ents 396 

Tubes, material........ eee. No, 12 B. W. G. charcoal iron 

TOE, WUOTIRS GIANG OE  . uikies 0 oe cede scecenneenes os 2 in. 

ei ee en 16 ft. 0 in. 

Smoke-Bovr. 

Smoke-hox, diameter; Outside. .....:5..0 6666 ss secseece ...7o% in 
BSLONCE=AWOK, MOTB 5 a is 2.5.55 sofas asses are tse 29 Saas ietare weal 69 7-16 in 
Other Parts. 

RUSS WEEE - 55, 5 0: sho rarsrsiaias aise sere eieea iets Single, permanent 
Exhaust nozzle, diameter............ 5 in., 54 in., or 5% in. 
RMON, so nig sig SK pinals 6 wis oe os aC ara oe Lobe Se meee .. Taper 
BUGCK, TERRE IAMICTCE <5 65-56-00 po esisieceis/s Gulceaw a8 wen 714 in. 
PIMCE, BUORERE GIRDICTOE a oin.oc ce diewewececececenceuen 15% in. 
Stack, height above smoke-box.............2-005 eye 3 in. 
Tender. 
Ee ee rere ee iP iietece oe ae Swivel trucks 
Tank capacity for water......... Siguscointaca ate iaenoe 5,000 gals. 
ARON AO NERNANN I 65 -01'5 = a0 ons 5). 00h 5974 mj wl valet ale oranareue Siere ...-Ten tons 
Kind of material in tank. .......--+--++--c+cee se Tank steel 
Type of under-frame........ .10-in, steel channels 
DDO OL CEOS ao i00s bewaale “KF ox “pressed steel, bolster type 
Diameter of truck wheels............. Nines unre eie rs ineete ae 36 in 
Diameter and length of axle journals Suwic.seeeiees 5 in. x 9 in. 
TE OF BACK GTAWHORG S 6s.c0skcese awison caoeals Gould coupler 
Tene OF WAL BOOED «6 02:00. sisisieinee einen oc ...Air operated 
Names of Makers of Special Equipment. 

BO PIGROY. 6 cc ccna csae ne + dee eS ONES Sack esie ame tae Sansom 
Front and back ee ks Rieoiaiae Sui soa ete Gould Coupler Co. 
Safety valves. -Three Consolidated, 2% in., muffled 
Steam heat equipment Seer Consolidated Car Heating Co. 
ne ee a EE COOTER Ee eee ee CeO e Eee oe Mason 
MARGIE MIOWIOCOR:. «055 sesionee tet eee ae wen pee yea ae Leach 
Injectors...... -Nathan Mfg. Co. (Monitor, No. 11) 
Driver brake e equipment Ae W estinghouse-American 
Tender brake equipment............. Westinghouse-American 
Tender brake-beam..............+..++--..--National Hollow 
ID on nh kok 56s kate eae ......Westinghouse, 91% in. 
RAG SOIRAN Seco sk Cas Galsu ioe eee alma ee aaa Westinghouse 
EPR e eT ee one eee Dressel 16 in., round case 

Other specialties....Franklin sectional lagging on boiler 


and eylinders; boiler head lagged; removable section 


over stay bolts. 


The railroads seem to be regarded by the Japanese as 
a particularly fit deadly weapon with which to com- 
mit suicide. During the first seven months of 1900, on 
a system of only 3,683 miles, the total number of fa- 
talities was 73, and of these 55 were suicides. 
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Locomotive Classification on the Pennsylvania. 


Recent letters in the Railroad Gazette have stirred up 
a mild interest in the matter of classification of locomo- 
tives. Two or three years ago we published an account 
of the new classification adopted by the Pennsylvania, 


not, however, giving any diagrams. As the subject seems 
to be interesting we reprint now the official circular 


for the new Classification issued by the General Superin- 
iendent of Motive Power, April 26, 1897,\and_ re-issued 
July 1, 1900. The circular is accompanied by tables 
(which we do not reprint) showing in considerable detail 
dimensions. weights, etc., of the various engines, with 
their designation under the new and under the old elassi- 
fication. The circular explains itself very completely. 


For the convenience of the Motive Power Department and 
to more clearly designate the different classes of locomotives 
in the equipment, it has been found necessary to abandon 
the old alphabetical classification and substitute a new class- 
ification, using a primary letter to designate the type, num- 
bers to designate the different classes of any type, and small 
suffix letters to designate modifications of any particular 
class of locomotives. 

In this classification the locomotives are grouped into typi- 
val classes according to the number of wheels used under 
them, irrespective of the service for which they are intend- 


ed, as follows: 


(cre) elt (Co) 
CLASS A ee 


CLASS B _\ 


Cet ve () 
OLASS Cc \ / \ 
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OGASb Do Ohne 
; (a fo N 
CLASS E © ae eae. 
ian de ae 
{ ) ss 
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CLASS G 


CLASS H 





Under these eight general types the different classes of lo- 
comotives are classified as follows: 


Class A 1, formerly class Q, 44-in. drivers, 
Class A 2, formerly class Q, 50-in, drivers, with tender, 


Class A 2 a, formerly class Q, 50-in. drivers, without ten- 
der. 

Class A 3, formerly class U. 

Class B 1, formerly class F. Now out of existence. 

Class B 2, formerly class H. 

Class B 3, formerly class M, old type. 

Class B 4, formerly class M, type of 1891. 

Class B 4 a, formerly class M, type of 1893. 

Class B 5, formerly I, converted into six-wheel shifting 


engines, 


Class ©, none of this class has been built. 


Class ID 1, formerly class A bit. Now out of existence. 


Class D 2, formerly class B. 
Class DD 2a, formerly class Ba. 
Class ID) 3, formerly class C bit. 


anth. 

class Ca anth. 

class G. Now out of existence. 
class K, 78-in. drivers. 

72 drivers. 


class K, 72-in. 
class A anth., 68-in. drivers. 


Class ID 4, class C 
Class ID 4 a, 
Class TD) 5, 
Class D 6, 
Class D 6 a, 
Class ID 7, 


formerly 
formerly 
formerly 
formeriy 
formerly 
formcor.y 


Class D 7 a, formerly class A anth., 62-in. drivers. 

Class D &, formerly class N. 

Class D) 8 a, formerly class O 1380 Ibs. 

Class D 9, formerly class O 160 Ibs., 54-in. boiler, 62-in. 
drivers. Now out of existence. 

Class D 9a, formerly class 0 160 Ibs., 54-in. boiler, 68-in. 
drivers. Now out of existence. 

Class D 10, formerly class 0160 Ibs., 57-in. boiler, 62-in. 
drivers. 

Class D 10 a, formerly class 0 160 Ibs., 57-in. boiler, 68-in. 
drivers. 

Class D 11, formerly class P 140 Ibs., 62-in. drivers. 


Class D 11 a, 
Class D 12, 


formerly class P 140 Ibs., 68-in. drivers. 
formerly class P 160 Ibs., 54-in. boiler, 
drivers. Now out of existence. 
Class D 12 a, formerly class P 160 Ibs., 54-in. boiler, 
drivers. Now out of existence. 
formerly class P 160 Ibs., 57-in. boiler, 
drivers, type of 1892. 
formerly class P 160 Ibs., 
drivers, type of 1892. 
formerly class P 160 Ibs., 


62-in. 
8-in. 


Class D 18, 62-in. 


57-in. boiler, 68-in. 


Class D 18 a, 


Class D 13 b, 57-in. boiler, 62-in. 


drivers, type of 1893. Now out of existence. 
Class D 18 ¢, formerly class P 1€0 Ibs., 57-in. boiler, 68-in. 
drivers, type of 1893. 


drivers. 
drivers. 


Class D 14, 
Class D 14 a, 
Class D 15, 
Class D 16, 
Class D 16 a, 
Class D 16 b. 
Class D 16 ¢. 
Class D 16 d. 


formerly class P 175 Ibs., 7S-in. 
formerly class P 175 Ibs., 80-in. 
formerly class T compound. 
formerly class L €8-in. drivers, 
formerly class L, 80-in, drivers, 


Class E 1. 


Class E 2. 


Class F 1, formerly known as mogul simple. 
Class F 1 a, 

Class F 2, formerly known as mogul compound. 
Class G 1, formerly class D. 

Class Gla, formerly class De. 

Class G 2, formerly class E. 


formerly class X, 68-in. drivers. Now out of 


existence. 


Class G 3, 
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Class G 3 a, formerly class X, 62-in. drivers. Now out of 
existence. 
Class G 4, 


Class G 4 a. 


Class H 1, 
Class H 2, 
Class H 3, 


formerly class I. 

formerly class S. Now out of existence. 
formerly R, built prior to December, 
1889. 

formerly class R, built after December, 1889. 
formerly class R, type of 1893. 


class 


Class H 8 a, 
Class H 8 b, 
Class H 4. 
Class H 5. 
Class H 6. 


Future modifications of any of the existing classes will be 
designated by small suffix letters as previously explained, 
while entirely new classes of any particular type will be 
designated by the proper primary letters and numerals. 

The principal dimensions and characteristics of the differ- 
ent classes of locomotives are given on succeeding pages, on 
which are also given both the old and the present cClassifica- 
tion letters. ; 


The “Handy” Car. 


As we have ofien had occasion to point out combina- 
tion cars which are designed to be changed into many 
forms, while having important advantages in theory, 
really fail because they are complicated and difficult to 


change from one form to another. If the experience with 
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the boards, 24%, or 2% in. thick, run lengthwise of the 
car as in a gondola, but instead of being the full length 
of the car, they are cut into panels fitted in between 
these steel posts. In order to make pockets for the ends 
of the boards a flat plate extends from the belt rail to 
the floor, thus forming with the flanges of the tees or 
angles the necessary pockets. Bolts are passed through 
the flanges of the tees or angles and the ends of the 
boards and the flat plates... Button-head bolts are used 
with the nuts on the outside. There are strap bolts 
similar to those used in gondola cars extending from 
the belt rail through the ends of the floor and through 
brackets secured to the sills. The end boards are in 
one piece, of a length equal to the width of the car, and 
are secured in a similar manner to the side boards. The 
door posts are also steel. There is no inside sheathing, 
and the ear is flush on the inside from the belt rail 
down. ‘The outside sheathing extends from the belt 
rail to the top of the plate in the usual manner. There 
are no vertical tie the or ends and no 
angular braces on the sides. There are two angular 
braces on the ends of the car on the inside. The middle 
doors are of the usual makes. The auxiliary doors are 
made to close flush and lock automatically on the in- 
side, thus not requiring seals. The gondola section, in 
connection with steel posts, is what materially strengih- 
ens this car as compared with an ordinary box car. 
Increased capacity for freight is obtained by making 
the walls of the car 24 or 2% in. thick, instead of 4, 


rods on sides 

















The “Handy” Box Car. 


these cars shows anything, it is that they must be so coa- 
structed that their usefulness will not depend upon ‘some 
employee changing the form of the car to suit the loading. 
We happen to know of some very ingenious and won- 
derful cars capable of being changed in a number of 
ways, which ran for a long time just as they were put 
in service. Those which were put in service as box 
cars continued to be used just as ordinary box ears, 
the stock cars were loaded only with stock and so on. 
These things are mentioned as the car shown by the 


accompanying engravings should not be confounded 





{14 or 5 in. as in ordinary box ears. Additional increased 
capacity is obtained by battering the sides of the ear. 
The size of the roof is determined by the usual method 
in providing for tunnel clearances, and then instead of 
running the down vertically, as is required in 
ordinary box cars, the sides are battered outward, and 
can be 4 to 6 in. wider at the floor line inside than at 
the roof line between the plates. The reason, it is 
claimed, that this ear will cost no more than an ordinary 
box car of the same capacity is: First, should any par- 
ticular box car, used for comparison, be increased to a 


sides 
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direction. These box cars are operated under consider- 
able disadvantage in that it costs more for the loading 
and unloading of materials into and out of box cars 
than is the case with gondolas. This extra cost of load- 
ing coal amounts to at least 5 cents per ton extra and 
about 5 cents for unloading, the total of which is a fair 
profit on coal. _ In addition to this disadvantage of using 
ordinary box cars for this class of trade, the interior 
lining of a box car is not as substantial and durable as 
the sides of a gondola, and is therefore subject to 
greater damage. <As will be seen the Handy ear has 
been designed to meet the objection to the use of a box 
car for the shipment of coal and other rough material. 
The lower part is similar to a gondola ear, and the upper 
part forms as complete protection to any lading as does 
a box car. By means of the auxiliary doorways on 
either side of the main doorway, it may be loaded with 
coal by a tipple chute just as readily as a gondola ear, 
and when used for grain it may be more readily loaded 
at small elevators than ordinary box cars on account 
of these auxiliary doors. In addition to these features 
it gives at least 6 in. greater inside width for the same 
outside dimensions of any box car yet used, and at least 
10 in. greater inside width for the same outside dimen- 
sions of any gondola having flush sides within the box. 
Patents have been taken out covering this construction 
both in this and foreign countries. 


The Grand Central Station. 


The low-pressure pneumatic interlocking which has 
been installed in the yard of the Grand Central Station, 
New York city by the Standard Railroad Signal Com- 
pany, of Troy, is now in full operation. The mechanieal 
interlocking was abandoned in sections, and for a time 
both of the cabins, the old and the new, were in service 
together. This necessitated constant communication by 
telephone from one to the other; which, with the crowd- 
ing of trains consequent upon the temporary abandon- 
ment of one track, caused numerous delays during the 
first two weeks of the change. ‘The shortening of the 
train shed at its inner end has necessitated changes in 
the tracks at the outer end, which virtually move the 
whole yard about 75 ft. northward. These changes, in- 
volving a number of new switches, also caused some de- 
lays. The new cabin is about 100 ft. north of the site 
of the old one. The old cabin was torn down last week. 
In the new cabin the upper half of each window is made 
of green glass, this expedient being employed to soften 
the light of the sun instead of an awning, such as was 
used on the old cabin. The Yardmaster’s office is in the 
first story of the new building. 

The changes in the headhouse 
though the work has been so far 
of the new conveniences are now available. The new 
main waiting room and its aecessories, together with 
the concourse, 30 ft. wide, are finished, and passengers 
who do not have to buy tickets have convenient access 
to the concourse and the trains without going through 
the waiting room. Those coming from the streets on the 
west side can enter the concourse at the left of the wait- 
ing room, and those coming from the south or east can 
enter at the right. In the annex, or that part of the 
train shed which is used only for inward trains, the 
changes in the floor are not yet finished, neither is the 
addition to the inward baggage room, which addition is 
about 300 ft. long. The emigrant waiting room beneath 
the main waiting room is yet to be built. 

Persons familiar with the plan of this building, which 


are not yet finished, 
completed that most 
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with these combination cars. In this, the “Handy” ear 
complications are avoided by limiting the kinds of serv- 
ice in. which it is used, it being adapted for use as a 
box ear and a gondola ear, or coal car. This car will 
be put on the market by Mr. C. L. Sullivan, 1425 Old 
Colony Building, Chicago. Sample cars have been run- 
ning for more than a year and confirm the expectations 
of their designers. 

The particularly new features of this car are in the 
construction of the sides and ends of the box. The roof 
construction can be anything desired above the carlins. 
Irom the floor to the track the construction can be any- 
thing desired. The corner posts are angles, and the 
side and end posts are tees or angles, and the carlins 
are tees or angles. The posts are secured to the sills of 
the car by a sort of stake pocket, and the tops of the 
posts and the ends of the carlins are fastened to the 
plates by malleable brackets. From the belt rail down, 


The “Handy” Box Car. 


capacity equal to the Handy car, its cost would be ma- 
terially increased; second, the use of short lengths of 
lumber in the Handy car reduces the cost of the lumber 
$4 to $5 a thousand, and it is not believed that the 
introduction of steel in the construction would equal 
the saving in the lumber. 

The advantages of this construction would appear to 
be that a box ear is obtained of greater capacity and 
strength than the ordinary car without increasing the 
first cost or maintenance charges. It can be used for all 
kind of materials now loaded in box cars, and beside 
ean be used to greater advantage for loads of coal, or 
other rough materials ordinarily carried in gondolas. 
Consequently, it is supposed that such a car would be 
loaded oftener and make less empty mileage. 

In this connection some reads now use box cars for 
earrying such material as coal, brick, ore and other 
heavy material, so as to prevent empty hauling in either 


was published in the Railroad Gazette of June 23, 1899, 
will remember that the outward baggage room, on the 
west side, occupying the space formerly devoted to the 
waiting rooms of the Hudson and Harlem divisions of 
the New York Central, is very narrow and long. To 
reach the farther end of it from the waiting room a 
passenger must make a long journey. To mitigate this 
difficulty the room is divided into sections, and passen- 
gers who bring their baggage with them are accommo- 
dated in the section nearest the waiting room, checks 
being given here for either of the three lines using the 
station. The sections of the baggage room farther north 
are set apart for baggage which reaches the station in 
advance of its owner. 

Additional crossovers are to be put in between the 
outer end of the yard and the tunnel; and to provide for 
these and for other switches in that vicinity a second 
pneumatic interlocking machine is to be put in, 
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Compressed Air in New York. 


We published, Jan. 11, a summary of the results of 
working compressed air cars in the City of New York, 
from Sept. 26 to Nov. 21, showing a total car mileage of 
14,583, with 1,017,000 passengers carried. The cost of 
operation was 17.42 cents per car mile, this being for 20 
cars, Whereas the power plant could take care of three or 


four times that number. Since those figures were pub- 
lished we have the record of the 2O cars for the four 


months ending Jan. 25. In that period the total round 
trips amounted to 37,408, the car mileage to 205,744, 
and the passengers carried were 2,201,285. 

Within a few days we have had an opportunity to look 
over the complete records of the service of these cars, 
which may be seen at the office of the Compressed Air 
Company in New York, and from these, as well as from 
some other information and observation, we conclude that 
the performance of these cars is so satisfactory as to 
justify a good deal of confidence in the further spread of 
their it is to be expected that an apparatus and 
system comparatively new should develop weak spots. 
So far as we can judge the weaknesses developed in this 
particular service are not incidental to the use of com- 
pressed air, and only to a small degree are they the re- 
sults of defective design or construction. The small dif- 
generally the result 


use, 


ficulties and delays which arise are 
shopmen, inspectors 
and motormen who are learning to manage a new kind 
of apparatus. Some of the few diflicuities which occur 
arise also from the nature of the streets which are run 
These streets are narrow and there are many 
curves, of which reversed. A considerable 
number of these curves are necessary to get around the 
posts of the elevated railroad structure. Careful records 
are kept in detail of the work of each car each day, and 
from these we find that it happens occasionally, not often, 
that a car gives out on the trip and has to be pushed in. 
This is attributable to the ordinary which 
happen to street cars and from which no system can ever 
escape entirely. It is also to be attributed in some cases 
to small defects in parts of apparatus such as any ma- 
chinery is subject to and which can be controlled by in- 
spection. The on car is ample for the 
service and there is no reason in the nature of the ap- 
paratus why a car should ever give out on the route. 
Quite recently two of these cars have had their cylin- 
ders bored out from 61% in. to 634 in., and it is found that 
there is an actual economy of air with the larger cylin- 
ders. The first of the cylinder was 
bored has been running four round trips on one charge 
of air, and the second one, which is just out of the shop, 
has made five round trips, or approximately 25 
This was in regular service with an ordinary 
The consumption of air with both of these 


of inexperience on the part of the 


through. 


several are 


accidents 


storage each 


these cars since 


miles on 
one charge. 
motorman. 
cars is found to have been materially decreased, and we 
to give accurate figures drawn from the 

Some new cylinders are being made 7 in. 


hope shortly 
actual records. 
in diameter. 


Ballast. 


In our issue of July 13, 1900, we printed extracts from 
the excellent report made by Mr. Feldpauche, Principal 
Assistant Engineer of the Philadelphia, Wilmington & 
Baltimore Railroad, to the International Railroad Con- 
gress. Mr. Feldpauche reported for the United States 
on this question at the sixth (Paris) session of the Con- 
gress. ‘The question in full is “Properties of good bal- 
last; choice to be made between ballasts of different qual- 
ities, regard being paid to the character and the heavi- 
ness of the traflie, the etc., effect of the ballast 
on the condition of the road.’ The reporter for all eoun- 
tries except the United States was Mr. Bauchal, Assist- 
ant Permanent Way Engineer of the French Western 
Railroad. His report is printed in the October issue of 
the Bulletin of the Congress, which was lately received. 
The report is a document of 184 pages, and we regret to 
that it is disappointing. The useful information 
given is in inverse ratio to the length of the document. 
The reporter starts out with a statement of the following 


cost, 


say 


functions that ballast has to perform: 

(1) It gives the track a suitable support, and fills up 
inequalities in the formation level. 

(2) It distributes the pressure on the formation level, 
and reduces the pressure per unit of area. 

(3) It acts as an elastic support to the track. 

(4) It resists lateral displacement of the track both 
through its mass and through friction. 

(5) It resists longitudinal displacement of the track. 

(6) In the ease of certain formation levels it acts as a 
protection against frost. 

(7) It protects the wood against excessive dryness or 
excessive wetness. 

So far as we can make out this reporter ignores what 
is possibly the most important duty of ballast, namely, 
to provide good drainage. All of the other duties are in- 
terfered with if not defeated if the drainage is insuf- 
ficient, 

The reporter takes up these seven different functions 
and considers each at more or less length. He goes into 
an analytical study of the on the formation 
level, and the effect of the ballast in distributing this 
He concludes that there is no reason, as far 
give the ballast a 


pressure 


pressure, 


as this pressure is concerned, to 
greater thickness than about 14 in., and that 17% in. 
may be considered as an outside limit. Several Ger- 


man engineers have proposed that the thickness of the 
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ballast should equal the clear space between two sleep- 
ers plus 7% in. The analysis appears to have little 
value. z 

Another theoretical study to which the reporter de- 
votes 12 pages is on the action of the ballast as an elas- 
tic support to the track. He describes at considerable 
length a number of German experiments to determine 
deflection of track and roadbed, but appears to have 
never heard of Mr. P. H. Dudley’s observations with 
the “stremmatograph,” and altogether this analysis 
seems also to have little value. 

Observations on lateral displacement of track are de- 
scribed. Hydraulic rams have been used as the basis 
of apparatus both in Germany and in France to deter- 
mine the thrust necessary to deform track transversely, 
and various figures have been arrived at as to how 
much a track can endure. Obviously, this is dependent 
upon a good many things besides ballast, as, for in- 
stance, the method of seating and fastening the rail. 
The reporter says that ballast contributes to the lateral 
resistance of track by virtue of its weight when placed 
on the sleepers, by virtue of its mass when _ placed 
against the ends of sleepers and along sides of rails and 
by the friction of the tie in the sleeper, all of which 
is evident. It appears that the French and Germans 
have made a number of experiments with methods of 
adding to the surface ties exposed to resist movement 
laterally. Several companies have fixed metal brackets 
under the sleepers. The French Northern at one time 
tried the plan of connecting the ends of sleepers by a 
series of planks so that a large body of ballast would 
have to be displaced if the track shifted. Others have 
attached planks under the sleepers, fixing them to the 
bottom of the tie by brackets. None of these experi- 
menters appear to have considered the important question 
of interfering with free drainage; at least the reporter 
does not mention that as one of the considerations. 
Still others have driven stakes at the end of the sleep- 
crs and on double track have connected the two tracks 
across by old sleepers. None of these experiments 
would seem to offer suggestions of much value to Ameri- 
can readers. 

The chief conclusions arrived at by Mr. Bauchal may 
be very briefly summed up as follows: The track should 
definite and practically uniform 
not vary by more than 
25 cent, the mean elasticity. The com- 
pression of a given width of ballast is proportional 
to its depth and to the pressure on the surface. So far 
us the roadbed proper is concerned it may be assumed 
that for practical purposes 9 ft. 10 in. is the greatest 
depth which we need to consider in taking account of 
The reporter suggests that if a table of 


oe} 


with a 
should 


be supported 
elasticity which 
25 «per from 


compression, 
the compressibilities of the earthwork most often met 
with were drawn out it would be possible to determine 
the most suitable depth of ballast of a given elasticity. 
Resistance to displacement seems to be decreased if the 
banks are widened or if a layer of the ballast is placed 
on the sleepers. As a rule it is advisable to adopt the 
English section and put little or no ballast on the 
sleepers and not pack them at the middle. The re- 
sistance of ballast to longitudinal displacement of the 
track has been little investigated, as is true of its chem- 
ical action on the permanent way and rolling stock. The 
yearly wear of ballast is variable, say, from 2 per cent. 
to 10 per cent. The best ballast for main lines is hard 
broken stone; on well laid secondary lines fine materials 
are preferable, as they are more easy to handle. Slag 
is a good ballast, coal cinders should be reserved for 
station and yard tracks and private sidings. 

The report has a number of appendices describing ob- 
servations on track deflections, ete. 








Signaling in the St. Louis Tunnel.* 





The tunnel is the western approach to the railway or 
lower floor of the Eads bridge. Its western portal being 
at Clark avenue, it extends northwardly under Eighth 
street almost to Locust street, where it curves to the 
Washington avenue, 


right and runs eastwardly under 
from about Seventh street, to Main street, which is con- 


sidered its eastern portal, a distance of seven-eighths of 
a mile. 

When the Eads bridge and the tunnel were opened for 
traffic on July 4, 1874. the terminal facilities were inade- 
quate and the first passenger trains commenced using the 
tunnel and bridge in June, 1875. Time-table No. 1 sched- 
uled 52 in and out bound passenger trains for the nine 
roads entering St. Louis from the East at that time. 
To-day there are an average of 180 movements over the 
tunnel tracks in both directions every 24 hours. Of 
these 100 are regular passenger trains, 50 freight and 
30 light engines. 

The block system was used from the first, and in 1884 
the Sykes lock and block apparatus was put in, making 
the co-operation of the levermen at both ends of tunnel 
necessary in order to display the proper signals permitting 
a train to enter at either end. <A track circuit extended 
the entire length of the tunnel. Both tracks were 
equipped in the same manner and each could be operated 
as a single track. The plant included one of the first 
interlocking devices erected in this or any other country 
in which power other than manual was used to operate 
switches and signals from a central station. The failures 
were usually on the side of safety but resulted in annoy- 

*From a paper by Mr. M. Wuerpel, Jr., Signal Engineer of 
the Terminal Railroad Association, read before the St. Louis 
Railway Club, Dee. 14. 
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ing delays. Many changes and improvements were made 
in the apparatus under the direction of the writer’s 
father, superintendent of structure at that time, the 
most important being the substitution of compressed air 
for hydraulic power. 

In 1891 it became necessary to change the location of 
the tower at the west end of the tunnel and a new tower 
was erected with an entirely new machine, designed by 
the superintendent of structure and built in the shops of 
the company. In 1899 it was decided to adopt the present 
modern plant. 

Mr. Wuerpel here described the Westinghouse Electro- 
Pneumatic apparatus as put in by the Union Switch & 
Signal Co. There are two interlocking machines, one 
of 27 levers, at the west end of tunnel (‘“X” office), and 
the other 11 levers, at the east end of the tunnel, near 
the west abutment of the bridge (“MS”). The two 
machines, which are 1.1 miles apart, are connected by 
electric locking which compels the co-operation of the 
levermen at both ends, before signals can be given to 
permit a train to enter the tunnel in either direction. 
Each track is signaled as a single track, which permits the 
indiscriminate use of either track in either direction with 
absolute safety. 

Immediately over each track, at the west portal of 
tunnel are placed a high semaphore and a dwarf signal, 
which control east-bound movements into the tunnel. 

The high signals are used for through movements only 
and are electrically locked by the mechanism at the east 
end. To clear a signal the concerted action of levermen 
at both ends of the tunnel is necessary. These high sema- 
phores are automatically restored to stop position behind 
a train by means of the track circuit device. The track 
circuit, instead of extending the entire length of the tun- 
nel, is divided into two short sections, each 240 ft. long, 
one section being at the west end and the other at the 
east end of the tunnel. Suitable relaying instruments 
being connected to these two sections, the same result is 
obtained as that produced by the continuous track circuit, 
that is, the signals, being automatically restored to the 
stop position, are held in that position and the controlling 
mechanism rendered ineffective until the train has passed 
entirely out of the tunnel. 

On account of the proximity of the Tenth street freight 
yards it is frequently desired to allow a train to enter the 
tunnel a few car lengths in order to clear certain switches. 
The dwarf signals at this point, when indicating pro- 
ceed, permit a train to enter the tunnel not to exceed 
1,000 ft. The electric locking prevents the dwarf signals 
being cleared unless the entrance signals at the east end 
are at danger and the tunnel clear, likewise prevents the 
east entrance signals being cleared while the dwarf signals 
are in use. 

Immediately outside the west portal of the tunnel are 
two dwarf signals, one for each track, which are operated 
[for west-bound trains] in connection with two other 
dwarf signals located within the tunnel 300 ft. from the 
entrance. 

At a point between these exit signals, about 50 ft. in 
advance of the first, a torpedo machine is placed on each 
track, by means of which, when the entrance and exit 
signals are at danger, a torpedo is placed in such man- 
ner as to be exploded by the train or engine disobeying 
the signal. It may make the traveling public feel easier 
to know that it has never been necessary to explode a 
torpedo in order to stop a train, whose engineer disobeyed 
a tunnel entrance signal at danger. Occasionally, how- 
ever, one is exploded by a train overrunning the first 
exit signal, it sometimes being impossible to see the signal 
by reason of smoke obscuring it. But this need not cause 
alarm, as the engineman has 300 ft. in which to stop his . 
train—and he must make every effort to do so after ex- 
ploding the torpedo—before arriving at the real danger 
point. Having stopped, the train is not allowed to pro- 
ceed until a clearance card has been obtained from the 
despatcher at “X”’ office. 

At the east end of the tunnel, the first signals en- 
countered by a west-bound train-are the dwarf signals 
located on the west span of the bridge near the west 
abutment. ‘This signal is really a dwarf with the mast 
lengthened, in order to bring the blade and light high 
enough to be seen by approaching enginemen from the 
east, over the crown of the bridge floor. No high sema- 
phores are used here on account of the whole plant being 
practically under roof, formed by the highway of the 
bridge. These dwarf signals protect the crossovers and 
control movements to the entrance signals, which are lo- 
cated on the short bridge spanning Main street.. The 
tunnel entrance signals are also of the dwarf type, but 
carry no blades, the lights being kept burning at all times. 
They are equipped with small air whistles which give 
two short blasts automatically as the signals go to “pro- 
ceed” position, to call the engineman’s attention to the 
fact that the signal is clear. The entrance signals at the 
east end are, of course. controlled and locked in a similar 
manner to those at the west end of the tunnel. 

The exit signals, together with the torpedo machines, 
are arranged precisely the same as the exit signals at the 
west end. 

In addition to all the visible signals operated by these 
plants, audible signals in the form of air whistles elec- 
trically operated, are placed at various points to assist 
in conveying information to enginemen and trainmen— 
the more important of these being one located in the 
tunnel about 1,600 ft. from the west portal and one on 
the center span of the Eads bridge. They are used only 
to stop trains in cases of emergency. 

Compressed air at 90 Ibs. to the square inch, supplied 
from the compressing plant at the east abutment of 
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the bridge, is conveyed in a 4-in. main ae across the 
bridge and through the tunnel. The electric current is 
furnished by a motor-generator plant (in duplicate) of 
about % kw. capacity located in "X” office. The wire 
mains extend from “X”’ office, along the elevated structure 
on the levee [not through the tunnel] to “MS” to supply 
current at that point. This current is delivered from the 
generators at a voltage of about 20. 

When a train enters the tunnel a disk indicator, con- 
spicuously displayed in each office, turns to present its 
face, on which is lettered “Train on 71” (or 72 as the 
case may be—72 being the number used to designate the 
west-bound and 71 the east-bound track in the tunnel). 
These indicators, together with the noise made by a 
“buzzer,” announce to the operators in both offices that 
the train is in the tunnel. At “MS” three operators are 
employed working in shifts of eight hours each. The 
services of three levermen in addition to the three des- 
patchers are required at “X” office, a despatcher and 
leverman being on duty eight hours. A chief despatcher 
working a “split trick” is also on duty at “X” four hours 
in the morning and a like number of hours in the evening. 
The maintenance of this plant is looked after by two re- 
pairmen working 12 hours each, whose duty it also is to 
inspect the apparatus at frequent intervals and to answer 
“trouble calls.” 


The Southern Railroad of Argentina has decided to 
provide a pension fund for its employees, Those who 
have served 15 years with a satisfactory record, and who 
are OU years of age, will be entitled to a pension equal 
to one-third the last salary received. No contribution is 
required from the employees. 


The Spanish government is making requirements of 
the railroad companies, whose shares are largely owned 


in France, which these regard as oppressive; and it is 
intimated that the government wishes to force the com- 
panies to sell their privileges, in order that it may estab- 
lish a state system. In the existing condition of the 
national credit, this seems almost impossible; and as 
Spain’s civil service is almost as bad as ours, the man- 
agement of a state system would seem quite impossible. 





Train Accidents in the United States in December. 


COLLISIONS. 
Rear. 

2nd, on Philadelphia & Reading, at Palmyra, Pa., a 
passenger train ran into the rear of a preceding freight ; 
one trainman injured. Y 

3rd, on Grand ‘l'runk, at Gilead, Me., a freight train 
ran over a misplaced switch and into the rear of a pre- 
ceding freight standing on a side-track. A drover was 
injured. 

3rd, on Central of New Jersey, near Phillipsburg, N. 
J., a passenger train ran ito a locomotive at the rear of 
a preceding freight train, wrecking the pushing engine 
and an empty passenger car at the front of the passenger 
train. ‘The passenger engine fell down a bank and the 
engineman and fireman were killed. ‘The passenger con- 
ductor was injured. 

4th, on Great Northern, near Leavenworth, Wash., an 
empty engine ran into the rear of a preceding freight 
train, wrecking the caboose. The conductor was killed 
and two trainmen were injured. 

5th, on Boston & Maine, near Petersburg Junction, N. 
Y., a freight train drawn by two engines broke in two 
between the first and second engine, and the forward en- 
gine was stopped so suddenly by the automatic brake that 
the rest of the train ran into it. <A fireman was injured. 

7th, on Boston & Maine, near Salisbury, Mass., an 
empty engine ran into the rear of a preceding freight ; 
one brakeman killed and one fireman injured. The ¢a- 
boose and three cars took fire and were burned up. A 
third train ran into the wreck and was derailed. 

11th, on Atchison, Topeka & Santa Fe, at Clare, IXan., 
a passenger train ran into the rear of a preceding freight, 
wrecking the caboose, which took fire and was burned 
up. A boy in the caboose was burned to death and six 
passengers and three trainmen were injured. 

11th, on New York Central & Hudson River, near 
Newburg, N. Y., a passenger train ran over a misplaced 
switch and into some freight cars standing on the side- 
track, damaging the engine and two freight cars. One 
ao ed was injured. 

11th, on Baltimore & Ohio, near Opequon, W. Va., an 
empty engine ran into the rear of a freight train standing 
at a tank, wrecking the caboose. ‘Two trainmen were 
injured, one of them fatally. 

12th, on Pennsylvania road, at Olean, N. Y., a pas- 
senger train ran over a misplaced switch and into some 
freight cars standing on a side-track, badly damaging 
the engine. The fireman was killed and two trainmen 
and the engineman were injured, the latter fatally. A 
~ stealing a ride was fatally injured. 

14th, about 6:30 a. m., on Pittsburgh, Ft. Wayne & 
Chicago, near Edgeworth, Pa., eastbound express train 
No. 8 ran into the rear ‘of a preceding local passenger 
train, making a bad wreck. The rear car of the local train, 
which was empty, was split in two lengthwise and the 
other two cars in’ this train were badly damaged. The 
fireman of the express jumped off and was killed. Two 
passengers and three trainmen were injured. The block 
signal operator at Leetsdale, by momentary forgetfulness, 
gave a clear signal to the express train. He knew that 
the preceding train had not cleared the block section, and 
recalled the fact within a few seconds after the passage 
of the express, but not in season to prevent the collision. 
This man had been on duty about an hour-and-a-half. 

15th, 11 p. m., on Pennsylvania road, near Kittanning 
Point, Pa., an empty engine ran into the rear car of a 
work train, containing a large number of men. This car 
was wrecked and at once took fire, and the occupants 
were got out with difficulty. One of them was burned to 
death and 18 were seriously injured. The empty engine 
had run past a block signal, set against it, at Kittanning 
Point. 

17th, 2 a. m., on Grand Trunk, at Gorham, Me., a 
freight train standing at the station was run into at the 
rear by a following freight which approached at uncon- 
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trollable speed, and two engines and wana’ cars were 
wrecked. Une brakeman was killed. 

2Uth, on Cleveland, Cincinnati, Chicago & St. Louis, at 
Cold Springs, Ohio, a passenger train ran into the rear 
Of a preceaing treight, wrecking the caboose and three 
Ireight cars. ‘wo trainmen were injured. 

zast, on Norfolk & Western, near Ivor, Va., a standing 
freight train was run into at the rear by ‘a following 
freight; engineman and two other traimmen injured, the 
former ‘fatally. 

zznd, on Seaboard Air Line, at Cronly, N. C., a freight 
train descending a grade broke in two and the rear por- 
tion afterward ran into the forward one, doing slight 
damage. A brakeman standiug in the caboose with 
his head thrust out of the door at the side was killed, the 
door being shut so violently as to break his neck. The 
conductor was injured. 

z3rd, Y p. m., on Western Maryland, at Kemps, Md., 
a treight train broke in two on a descending grade and 
the rear portion afterward ran into the torward one, 
wrecking 15 cars. One brakeman was injured. 

24th, 4 a. m., on Texas & Pacific, near Eastland, Tex., a 
freight train which had been unexpectedly stopped was 
run into at the rear by a following freight, and several 
cars were wrecked. ‘l'wo employees were injured, one 
of them fatally. 

25th, 7 p. m., on New York Central & Hudson River, 
near Geneva, N. Y., a passenger train ran into the rear 
of a preceding freight ; one fireman killed. 

And 24 others on 16 roads, involving 3 passenger and 
40 freight and other trains. 

Butting. 

3rd, on Central of New Jersey, near Phillipsburg, N. J., 
butting collision between a passenger train and a freight; 
engineman killed and fireman injured. ‘Lhe freight train, 
eastbound, was, by special order, running on the west- 
bound track. 

6th, on Houston & Texas Central, at Corsicana, Tex., 
butting collision between a passenger train and a switch- 
ing engine, badly damaging both engines and several 
freight cars; two trainmen injured. 

7th, on Louisville & Nashville, at Adger, Ala., butting 
collision of freight trains, bad!y damaging both engines 
and several cars; two trainmen injured. 

7th, on Southern Pacific, near Peplin, Utah, a freight 
train drawn by two engines ran over a mispiaced switch 
and into the head of another treight, with two engines, 
standing on the side-track, badly damaging the four 
engines and several cars. A tramp was killed. 

llth, 3 a. m., on St. Louis & San Francisco, at Green- 
land, Ark., a northbound freight train, running at full 
speed, ran over a switch and into the head of a train 
standing on a side-track, wrecking both engines and 20 
ears. One fireman was injured. It is said that the 
switch lever was not misplaced, and that probably the 
leading wheels of the engine ran between the points. 

11th, on Chicago & Alton, at Sag Bridge, Lll., butting 
collision between a passenger train, drawn by two en- 
gines, and a gravel train; four trainmen injured. 

11th, on Southern Pacific, near Fenelon, Nev., butting 
collision of freight trains, on of them drawn by two en- 
gines. One brakeman was killed and five trainmen were 
injured. q 

12th, on St. Louis, Iron Mountain & Southern, at 
Des Are, Mo., butting collision of freight trains; two 
trainmen killed and four injured. 

23rd, on Norfolk & Western, at Ferrum, Va., butting 
collision of freight trains; four trainmen injured. 

25th, 11 p. m., on Erie road, at Franklin, N. J., but- 
ting collision of passenger trains, damaging both engines. 
Two trainmen were seriously injured and several pas- 
sengers slightly. The trains were to meet at this station, 
but there appears to have been a misunderstanding as 
to which should take the side-track. 

And 4 others on 4 roads, involving 8 freight trains. 

Crossing and Miscellaneous. 

3rd, on Baltimore & Ohio, near Hyndman, Pa., a freight 
train which had beco:;ne uncontrollable on a descending 
grade collided with four engines, making a bad wreck. 
A man in charge of a dead engine on the freight was 
injured. 

4th, on Southern Pacific, near Suisun, Cal., a work 
tvain backed into a fre:ght train, wrecking several cars. 
Ten employees were killed and 20 injured. There was a 
dense fog at the time. 

5th, on Missouri, Kansas & Texas, at Gainesville, Tex., 
a freight tran ran over a mispiaced switch and into a 
switching engine standing on the side-track, damaging 
both engines: one engineman injured. 

5th, on Boston & Albany, at West Brookfield, Mass., a 
through freight train backing into a side-track was run 
into by a local freight running in the same direction 
and several cars were wrec ‘ked, liberating two carloads of 
hogs. It is said that the flagman of the through train 
did not promptly signal the local; but the local had run 
past an automatic block signal set against it. 

Sth, on Illinois Central, near' Way’s Bluff, Miss., 
sion of freight trains; one fireman injured. 

h, 9 p. m., on Atlantic Coast Line, near Richmond, 
Va., a northbound freight train collided with a switch- 
ing freight moving backward, and one engine and 12 
freight cars were wrecked. One fireman was killed and 
the engineman and two brakemen were injured. 

10th, on Baltimore & Ohio, near Rockwood, Pa., colli- 
sion between a freight train and a work train, damaging 
both engines and several cars. Six employees were in- 
jured. 

11th, 
from a freight t 


eolli- 


at Troy, Ohio, a car which had broken away 
rain of the Cincinnati, Hamilton & Day- 
ton ran into passenger train No. 19 of the Cleveland, 
Cincinnati, Chicago & St. Louis, badly damaging two 
passenger cars. _ passenger was injured. 

11th, 9 p. m., at Galion, Ohio, a freight train of the 
Cleveland, Cincinnati, Chicago & St. Louis ran into an 
empty passenger train of the Erie road at the crossing 
of the two lines, wrecking one passenger car. It is said 
that the engineman received a signal from a switch tender 
and mistook it for one from the crossing watchman. The 
signal tower was knocked over and the signalman was 
injured. 

14th, on Central of Georgia, at Macon, Ga., a freight 
train collided with some freight cars standing on a side- 
track: two workmen fatally injured. 

14th, at Wallington, N. Y.. a freight train of the 
Northern Central ran into a freight of the New York 
Central at the crossing of the two roads, damaging two 
cars. Two trainmen were injured. 

15th. on Cleveland, Cincinnati, Chicago & St. Louis, 
near Fortville, Ind., a freight train backed into a_pas- 
senger train, doing slight damage. The fireman of the 
passenger train was injured. 

17th, near Toledo, Ohio » passenger train of the Ann 
Arhor road ran into a freight of the Pere Marquette 
road: six trainmen and one passenger injured. 

17th. on Delaware, Lackawanna & Western, at Dans- 
ville, N. Y., an eastbound freight train backing across the 
westbound track was run into by a westbound freight 
whic . hea hecome uncontrollable on a steep grade, mak- 
ing a bad wreck. One engineman was killed. 


‘hded with some standing treight 
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20th, on St. Louis, lron Mountain & Southern, at Pied- 
mont, Mo., a freight train backing into a side-track col- 
cars, and two brake- 
men standing on the rear end of the caboose were killed. 

2ord, on Chattanooga, Kome & Southern, near Kome, 
Ga., a pissenger train ran over a misplaced switch and 
collided with some freight cars standing on the side-track. 
Lhe engine was badly damaged and the tireman was in- 
jured. Lt is said that the switch had been purposely mis- 
placed. 

And 28 others on 22 roads, involving 7 passenger and 
46 freight and other trains. 

DERAILMENTS. 
Defects of Roadway. 

Ist, on Atlantic Coast Line, near Wisacky, S. C., one 
passenger car and nine freight cars of a mixed train were 
derailed by a broken rail; one brakeman killed and two 
injured. 

Lith. 4 a. m., on St. Louis & San Francisco, near Fay- 
etteville, Ark., a fast freight train was derailed at a 
switch by the breaking of a volt in the switch connection, 
und the engine and several cars fell against a freight 
train standing on a side-track. ‘'wo engines were wrecked, 
one of them falling down a bank. One trainman and a 
man in charge of freight were injured. 

15th, on Chicago, burlington & Quincy, near Murray, 
Iowa, a freight train broke through a trestle bridge and 
the engine and 12 cars fell down a bank. Five train- 
men were injured, three fatally. 

20th, on Gulf & Ship Island, near Maxie, La., a freight 
train broke through a trestle bridge which had been 
weakened by a tlood, and 10 loaded cars were wrecked. 
A brakeman was killed and one other trainman injured. 

24th, 11 p. m., on New York Central & Hudson River, 
near Dover Plains, N. Y., a milk train broke through a 
bridge and several cars in the middle of the train fell 
to the stream below. ‘The engine remained uninjured on 
one side of the stream and the caboose on the other. 

And 4 others on 4 roads, involving + freight trains. 

Defects of Equipment. 

13th, on Great Northern, near Brockton, 
bound passenger train No. 3 was derailed by 
ing of a truck, and four cars fell down a bank. 
passengers were killed and several injured. 

20th, 3 a. m., on California Northwestern, at Miller, 
Cal., a freight train was derailed by the breaking of a 
truck and three cars were wrecked. Two trainmen were 
injured. 

20th, on Erie road, near Horseheads, 
train was derailed by a broken axle and 10 
wrecked. A brakeman was injured. 

20th, on Mobile & Ohio, near Crockett, 
train was derailed by the breaking of a truck, and five 
were ditched. A tramp was killed. 

24th, on Chicago, Burlington & Quincy, near Kirk- 
wood, Iowa, fast mail train No. 15 was derailed, presum- 
ably by the breaking of a wheel of the tender, and two 
mail cars were, with hate contents, burned up. The fire- 
man was killed and two other trainmen were ae 
_ 80th, on Philadelphia & Reading, near Rosegarden, Pa., 
a car in a freight train was derailed by the aie of 
an axle, and with two other cars, one loaded and one 
empty, fell down a bank. The derailed cars ran clear of 
the train so that the rear portion was automatically 
coupled to the front portion and the train proceeded as 
though nothing had occurred. The trainmen, however, 
saw the derailment. 


Mont., west- 
the break- 
Three 


N. Y., a freight 
cars were 


Tenn., a freight 
cars 


And 8 others on 7 roads, involving 1 passenger train 
and 8 freight trains. 
Negligence in Operating. 
1st, on Boston & Maine, near Royalston, Mass., a 


westbound passenger train was derailed at a misplaced 
switch and the engine and three cars were overturned. 
Three trainmen were injurd. 

Ist, on York Southern, at Red Lion, Pa., part of 
mixed train, five passenger and three freight cars, having 


been left unattended, ran uncontrolled to York, nine 
miles, when the cars were ditched. The only passenger 
on the train jumped off soon after it started. 

8th, 11 p. m., on Northern Pacific, near Butte, Mont., 
eastbound passenger train No. 12 was derailed at a mis- 
placed switch, and the engine fell down a bank. The 
first two cars were wrecked. Two men stealing a ride 
were killed and three trainmen were injured. 

10th, on Grand Trunk, newtr West Paris, Me., a wreck- 


ing train passing through a bridge was wrecked by the 
boom of a derrick striking the bridge, and the engine and 
one car fell to the river below. The fireman was killed 
and the engineman was badly scalded. The bridge was 
wrecked. 

14th, on Chicago & Alton, near Wesley City, IIL, a pas- 
senger train was derailed at a pi stk ed switch; engine 
wrecked and first two cars badly damaged. <A mail clerk 
and the fireman were injured, the former fatally. 

20th, on Baltimore & Ohio, at Weverton, Md., a freight 
train was derailed and the engine was overturned. The 
engineman was kiiled. It is said that the train ran into 
an open derailing switch, a signal having been disregarded. 

And 9 others on 7 roads, involving 3 passenger and 6 
freight and other trains. 

Unforeseen Obstructions. 

1st, 8 p. m., on Illinois Central, near Kankakee, Ill, a 
freight train was derailed at a misplaced switch and the 
engineman was injured. It is said that the switch was 
maliciously misplaced. 

4th, on Norfolk & Western, near Mayodan, N. C., the 
engine and six cars of a freight train were derailed by a 
rock which had fallen on the track, and the wreck was 
partly submerged in a pond. A brakeman was killed and 
the fireman was injured. 

25rd, 3 p. m., on Texas & Pacific, near Sulphur, Tex., 
a passenger train was derailed by running over a cow, 
and the engine was overturned. The fireman was killed 
and the engineman injured. 

And 7 others on 7 roads, involving 7 freight trains. 
Unexplained. 
Bloomfield & Ohio, 
was derailed and a 


near Taylors- 
brakeman 


3rd, on Shelbyville, 
ville, Ky., a mixed train 
was killed. 

3rd, on Bellaire, Zanesville & Cincinnati, 
Ohio, a car in a freight train was derailed and, with an- 
other car and the caboose, fell down a bank. The con- 
ductor and two brakemen were injured, one of the brake- 
men fataily. 

dth, 11 p. m., on 


near Key, 


Northern Pacifie, at Rocker, Mont., 
eastbound passenger train No. 2 was derailed, and the 
engine and first three cars were ditched. Two tramps 
were killed and the engineman and fireman were injured. 

8th. on Philadelphia, Wilmington & Baltimore, at 
Gray’s Ferry, Philadelphia, a freight car, being switched 
on a side-track. was derailed and ran against the cars of 
a passenger train passing on the main track, damaging 


four of them, one badly. Twenty-two passengers were 
injured, one fatally, and several more were slightly hurt. 
8th, on Houston East & West Texas, near Tenaha, 
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Tex., a freight train was derailed and seven loaded cars 
were ditched. One man was killed. 

Sth, 10 p. m., on Southern Railway, near Charleston, 
Tenn., two cars of a_ freight train were derailed. A 
short time afterward the engine of a freight (from the 
opposite direction) which was coming to the assistance 
of the disabled train, was run into at the rear by 30 cars 
of its own train, which had been left on a side- track, but 
which, it appears, had not been properly braked, and two 
engines ang many cars were wrecked, blocking the line 
in a deep cut. One trainman and two tramps were killed. 

llth, on Illinois Central, at LIlsley, Ky., one of the 
trucks of the tender of a passenger train was derailed, 
ond after running some distance caused the derailment 
of the six cars next behind the tender. Two trainmen 
and six passengers were injured. 

12th, on Pittsburgh, Cincinnati, Chicago & St. Louis, 
at Sturgeon, Pa., a passenger train was derailed and the 
engine was overturned, Several trainmen were injured. 

17th, on Chesapeake & Ohio, near Eagle Rock, Va., a 
freight train was derailed and the engine was overturned. 
The engineman was killed and two other trainmen were 
injuved. 

19th, on the New York Central & Hudson River, near 
Trenton, N. Y., a freight train was derailed and nine 
cars were wrecked, A brakeman was injured. 

23rd, on St. Louis Southwestern, near Vittsburg, Tex., 
a freight train was derailed on a bridge and several cars 
broke through; and, with the bridge, were wrecked. 

30th, on Louisville, Henderson & St. Louis, near Hen- 
derson, Ky., passenger train No, 44 was derailed, and 
five passengers in the parlor car were seriously injured. 
The passengers in the coach, about 15 in number, were 
all somewhat injured. It is believed that the derailment 
was due to an obstruction which had been maliciously 
placed in a frog. 

And 45 others on 36 roads, involving 3 passenger and 
12 freight and other’ trains. 

OTHER ACCIDENTS. 

Srd, on Chicago & Northwestern, at Chicago, IIL, two 
cars in a passenger train were badly damaged by the 
explosion of a boiler in a power house near the terminal 
station, and several passengers were injured. 

4th, on Baltimore & Ohio, near Elm Grove, Pa., the 
locomotive of a passenger train was enveloped in fire by 
passing through and igniting a large volume of natural 
gas escaping from a pipe beneath the track, and an ex- 
plosion. followed. The engineman and fireman were 
badly burned. The train was not stopped until the whole 
of it had passed through the fire. Some of the car win- 
dows were cracked. 

7th, on Delaware, Lackawanna & Western, at Ray, N. 
Y., a locomotive was wrecked by the explosion of its 
beiler, and five employees were injured. 

Mth, on Lehigh Valley, at Cheektowaga, N. Y., the 
locomotive of a freight train was wrecked by the explo- 
sion of its boiler; the engineman and fireman were killed. 

And 4 others on 4 roads, involving 4 passenger trains. 


A summary will be found in another column. 


The Preservation of Ties. 





We have published at various times in the last three 
yr four months Mr. Chanute’s latest paper on preserving 
ties in Europe (Am. Soc. C. E. September ‘Proceedings ), 


for treatment is one thing and seasoning for direct track 
use is another. That is, the more the wood is made sus- 
ceptible to the antiseptic. the better are the results, within 
certain limits; while the less alteration the surface un- 
dergoes, in the other case, the better will the tie stand 
the weather afterward. 

As to the saving by preserving ties, it is evident that ev- 
At present prices, the 
Assuming that a 
(and no 


eryone must calculate for himself. 
wolf does not seem to be at the door. 
raw tie will last nine years in first-class ballast 
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Sterlingworth Rolled Steel Cars. 


Ten double-hopper rolled steel coal cars were recently 
built for the Delaware, Lackawanna & Western, by the 
Sterlingworth Railway Supply Company. The light 
weight of these cars is 32,400 Ibs., and their capacity 
80,000 Ibs. From the illustrations the general appear- 
ance and also the construction in detail are apparent. 
We illustrated, June 22, 1900, the first car of this kind 
that was built, and, as said at that time, the car was 























Sterlingworth Rolled Steel Car—Lackawanna Railroad. 


railroad hereabouts would consider seriously the treat- 
ment of ties unless its ballast was approximately first 
class), and that a treated tie will last 18 years, the fol- 
lowing figures may serve as a basis for comparison: 


One raw tie in place, €0 cents + 20 cents = $0.80 
Interest at 4%, compounded annually for 

AE PALS {cts mere sis ainivn pee histone eines ee 0.22 
One raw tie in place, 60 cents + 20 cents = 0.80 
Interest for NIMC VATE... seid vce s-ciccs eaves 0.34 

Total cost to maintain one raw tie for 18 

MOREA. pacccacsieasisones ounce ease matics $2.76 

One treated tie in "place, 60 cents + 50 

vt ee eee er ror $1.30 
Interest at 4% for 18 years...... PaaS Kp erate 1.34 


Total cost to maintain one treated tie for 
DSP ORTE  eis-o sass ose oieie Die nies Paiva aisme net 2.64 


Roughly speaking, the costs are the same. No allow- 
ance is made for tie-plates. The item for treatment (50 
cents) includes extra freight on that account. If the 
foregoing does not focus with the facts, it is hoped that 
the author will indicate the reason. 


the subject of much favorable comment while exhibited 
at Saratoga during the conventions. 

The center sills are 8-in. I-beams, 20.5 Ibs. per foot, 
spaced 12 in, between webs and braced by 8-in. channels 
15.5 lbs. per foot. The cross sills are 8-in. channels, 
15.5 Ibs. per foot, secured to center and side sills by 
Din, xX 5 in. x %-in, angles 6 in. long. The end sills are 
malleable castings 9 ft. 11 in. long by 9 in. deep, con- 
taining pockets for the sills, which are inserted to a 
depth of 6 in. for the side sill and 7 in. for the center 
sill, re-inforeed by intermediate ribs. The regular Gould 
S-in. buffers, and MelKeen draft gear with tandem 
springs are used. The Gould coupler, as specified by 
the railroad company, is used. 

The body bolster is made of a 12-in. channel, 35 Ibs. 
per foot, for the compression member, and a %-in, x 
18-in. steel plate for a tension member, with malleable 
fillers at center, ends, and over the side bearings. The 
truck is the Sterlingworth rolled steel pedestal type, 
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and abstracts of the discussions thereon. Below is further 
discussion from the January number: 

Ward Baldwin-——Mr. Chanute’s exhaustive résumé of 
the present practice in Europe in the preservation of ties 
suggests what is generally regarded as the next step in 
the evolution of track, namely, the use of metal ties. 
Statistics presented in the paper show that in Europe 
preserved ties can be procured at a cost which would ap- 
parently make them more economical than metal ties. 
The observation of the speaker, in passing over many 
miles of European roads laid with metal ties, is that 
the riding qualities of a track with metal ties are not 
superior to those of a track with wooden ties; and, there- 
fore, the reason for their use would not appear to be 
that they give a smoother track. 


Horace J. Howe—The author shows, among other 


things, how ties are seasoned before treatment in Europe, 
and emphasizes the necessity for so doing in any and all 
of the processes which he mentions. 


Possibly, seasoning 
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Joughins & Cliff patents, with McCord malleable jour- ; 


nal boxes, pedestal jaws protected from wear by wearing 
strips, malleable iron center plates and side bearings. 
This truck was fully illustrated in the Railroad Gazccte, 
March 31, 1899, p. 280. 

The car sides and ends are of 12-in. channels, 15 Ibs. 
per foot. The web is .28 in. thick, and the flanges, 2% 
in., are secured by %4-in. rivets, spaced as shown in il- 
lustrations. The floor is 4-in. sheet steel. The hoppers 
are \Y-in. steel with 8 in. x 3 in. x %-in. angles at the 
corners, and 3 in. x 3 in. x 5-16-in. angles are used for 
stiffeners on the outside. The brake-beams are Sterling- 
worth. The wheels, axles, journal bearings and wedges 
conform to the M. C. B. dimensions. The pedestal 
springs are of special make, outer dimensions confo.m- 
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ing to the M. C. B., but larger steel is used, viz., 
1 7-16-in. outer coil; 1-in. inner coil, furnished by the 
National Spring Company and specified by Mr. L. T. 
Cantield, Master Car Builder of the Lackawanna. 


New York State Canal Situation. 





The New York State canal problem is proving exceed- 
ingly vexatious. It has been evident for some time 
that there is very far from unanimity of opinion in the 
state as to the proper course to be adopted. There are 
those who believe that the 9-ft. improvement of the 
present Erie Canal should be completed at an estimated 
cost of $16,000,000; those who betieve that the Erie 





























79 
Canal should be enlarged to a 12-ft. barge canal at a 
cost of $62,000,000 more or less; those who believe that 
a ship canal constructed at an expense of $200,000,000, 
to be borne by the whole nation is the proper thing; 
and those who believe that the whole canal system is a 
mistake and should be got rid of at the earliest possible 
moment. 

It has been expected that the present Legislature will 
take some definite action providing for submission to 
the people of some solution of the canal problem. 

Just what belief prevails with the majority of the leg- 
islators assembled at Albany has not yet appeared, since 
the friends of the barge canal are awaiting the report 
of the State Engineer. During the past summer exten- 
sive surveys have been made to determine the cost of 


the proposed barge canal, 
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are the most often seen and 
heard. They come mostly 
from Buffalo, which city be- 
lieves that its salvation lies 
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Details of Center Plates. 
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in transshipment of fre'ght, 


hE and which, therefore, op- 


<< P 
fe 4 val poses everything in the na- 
— _ Ga % ture of a ship canal. 
1502) yi The following bills per- 
oe. ane taining to the state’s canal 
A Section C-D. policy have been already in- 


troduced, have been read 
once or twice and are now “in committee.” 

Senate bili No. 4, introduced by Senator Ambler, is a 
concurrent resolution introduced in the Assembly by 
Assemblyman S. W. Smith, as Assembiy bill No. 7, pro- 
viding for the amendment of the constitution by strik- 
ing out section 8 of article 7. This section is that which 
prohibits the sale of the state canals. The resolution 
has been read twice in the Senate, once in the Assemb'y 
and referred in both houses to the Committee on the 
Judiciary. This amndment would merely remove the 
prohibition against the sale of the canals. 

Mr. Hateh has introduced Assembly bill No. 50, which 
is a2 concurrent resolution, not yet recorded as intro- 
duced in the Senate, providing for the amendment of 
the same section S by substituting for the prohibitive 
language the following positive permissive language: 
“The Legislature may provide by law for the sate or 
other disposition of the Erie Canal, the Oswego Canal, 
the Champlain Canal, the Cayuga and Seneca Canal and 
the Black River Canal, and of all the right, easements, 
appurtenances and other property belonging to the state, 
connected with the use of such canals.” This resolution 
has been read once, and referred to the Committee on 
Canals. 

The last important act introduced is Assembly bill 
240, presented by Mr. Remsen. This bill is designed to 
remove the limit placed upon the capital stock of canal 
transportation companies. The general corporation laws 
of 1890 provided for the formation of navigation com- 
panies, with a capitalization of not less than $20,000 or 
more than $4,000,000, to navigate the ocean, or any 
seas, sounds, lakes or rivers, and also provided that no 
railroad company should own, have or hold any stock 
in such navigation companies. Chapter 935 of the Laws 
of 1896 so amended the general corporation law as to 
extend the provisions to navigation companies operating 
on the canals, but changed the minimum capitaliza- 
tion to $5,000, and limited the capitalization of canal 
navigation companies to $50,000. The clause prohibiting 
railroad companies from owning stock in such corpora- 
tions was retained. ‘The bill of Mr. Remsen provides for 
the repeal of Chapter 935 of the Laws of 1896, which 
repeal would presumably leave the original general cor- 
poration law in effect. This bill has been read once and 
referred to the Committee on the Judiciary, where it 
now is. 

The foregoing is the canal situation to date. The ap- 
pearance of the State Engineer’s report on the recent 
surveys will doubtless be the signal for renewed activity 
on the part of the friends of the barge canal, and further 
bills may then be looked for. 


British and American Exports of Locomotives. 

We give below a comparison of the values of exports 
of locomotives by years from the United States and from 
the United Kingdom. The figures cover 11 years to 
1900, but the British year closes with Dee. 31, while our 
own is the fiscal year ended June 30. For convenience 
of comparison English pounds are reduced to dollars, at 
the rate of $4.87 to the pound. 


United 

United States. Kingdom. 
$1,280,606 $8,995,540 
2,424,363 7,870,357 
1,717,715 4,787,429 
1,794,709 4,100,805 
1,028,336 3,647,860 
2° 379,519 3,883,598 
2,512,270 §, 245,226 
3,225,831 4,896,361 
3,883,719 7,219,930 
4,728,748 7,141,049 
5,592,403 7,304,174 
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EDITORIAL ANNOUNCEMENTS. 


'ONTRIBUTIONS—Subscrivers and others will ma- 
terially assist us in making our news accurate and com- 
plete if they will send us early information of events 
which take place under their observation, such as 
chang¢s in railroad officers, organizations and changes 
of companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining to 
ALL DEPARTMENTS of railroad business by men prac- 
tically acquainted with them are especially desired. 
Officers will oblige us by forwarding early copies of 
notices of mectings, elections, appointments, and espe- 
cially annual reports, some notice of all of which will 
be published. 


~ 


ADVERTISEMENTS—We wish it distinctly understood 
that we will entertain no proposition to publish any- 
thing in this journal for pay, EXCEPT IN THE ADVERTIS- 
ING COLUMNS. We give in our editorial columns ouR 
OWN opinions, and these only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, finan- 
cial schemes, ete., to our readers, can do so fully in our 
advetising columns, but it is useless to ask us to 
recommend them editorially either for money or in con- 
sideration of advertising patronage, 


Railroad net earnings for November show results 
quite in accordance with the narrow margin of im- 
provement in gross earnings for the month already 
noted in this column. The figures of The Chronicle 
for the month cover 1383 roads, on which the gross 
earnings increased from $92,649,000 in 1899, to $95,- 
690,000 in 1900, a gain of $3,041,000, or 3.28 per cent. 
The gain in net earnings for the month was 1.9 per 
cent, amounting to $649,000. The principal reasons 
for the falling off in gains were thé failure of the 
spring wheat crop and the strike in the anthracite 
mines. The Pennsylvania Lines, covering those East 
and West, led in the increases in net earnings with 
$556,500. Other roads making large increases were 
the St. Louis Southwestern, $204,500; the Atchison, 
Topeka & Santa Ie, $166,800; the Baltimore & Ohio, 
$156,800; the St. Louis & San Francisco, $110,800, and 
the Choctaw, Oklahoma & Gulf, $102,700. ©The Chi- 
cago, Burlington & Quincy led in the decreases of net 
earnings for November, with $218,800; then follow 
the Canadian Pacific, $216,700; the Duluth & Lron 
Range, $186,800; the Northern Pacific, $111,000; the 
Minneapolis, St. Paul & Sault Ste. Marie, $107,800. 
The heay.est gains among the groups of roads were the 
~1 lines of the Southwestern, showing an increase in 
net earnings of $883,000, or 21.28 per cent. The 12 
trunk lines gained $664,000 or 9.04 per cent. Three 
groups of roads show large losses in net. The heay- 
iest was in the Northwestern group, 12 roads, which 
wis $747,000 or 14.72 per cent. The Pacific coast 
lines, 18 rounds, show comparative falling off in net of 
$408,000, or 5.45 per cent.; the five anthracite coal 
roads lost $31,000 or 1.58 per cent. 


Facilities for “Finding” Stop Signals. 


In a recent issue we discussed a rear coilision near 
Offenbach, Germany, in which 12 persons were burned 
to death. We pointed out that one engineman was at 
fault for backing into a block section which he had 
just vacated, while the other was at fault for running 
past a stop signal, But the reader will have observed 
that both of these enginemen ran past the block sig- 
ual, although we did not emphasize the point in sum- 
ming up the case. Both enginemen took chances, 
Germany, supposed to have the best trained soldiers 
in the world, and requiring all her young men to serve 
for a time in the army, has cases of railroad discipline 
no better than one finds on small roads in new coun- 
tries. It must be that there are not enough good dis- 
ciplinarians to go round, and that the army gets all the 
best ones, leaving the poorest for the railroad depart- 
ment, 

Hlowever, we do not bring up this question here 
for the purpose of comparing different grades of dis- 
cipline, but to suggest a means of getting along bet- 


ter with all kinds of discipline. In this country, as 
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well as in Germany, examples of poor discipline (or 
poor men), are always easy enough to be found, as 
may be seen from remarks occasionally made in the 
tailway Signaling Club and elsewhere about engine- 
men who “lose their bearings” and fail to observe a 
signal until they pass it. Mr. Elliott has told of an 
engineman, who, with a fast train, ran upon a signal 
when he thought that he was still two miles short of 
it! This is not impossible on the western plains; 
though in more diversified surroundings a runner who 
should lose himself one-quarter as badly as that would 
be considered grossly negligent. A point to be re- 
membered is that in most cases of this kind the en- 
gineman probably has neglected to avail himself of all 
the means at his command for keeping informed as 
to his whereabouts; the trouble was not wholly due to 
the sameness of the landscape but partly to a poor 
look-out. And, finally, a runner thus caught usually 
has to acknowledge that he ought to have more care- 
fully heeded the rule to slacken speed when in doubt 
as to his whereabouts. 

The remedy is to provide more or better artificial 
landmarks. In the German cases there were evidently 
nohe of these whatever. In the case cited by Mr. 
Elliott there may or may not have been a ‘“mile- 
board” or something of the kind, but tlfe question is 
not important, because it is admitted that evén 
where such marks are provided they are not always 
of suitable size or suitably placed to be of service at 
night when there is a fog or the locomotive headlight 
does not burn brightly. 

Assuming that the expense of providing and main- 
taining a distant signal cannot be borne, the simple 
and necessary expedient is a post, board or other de- 
vice which will surely be visible to the fastest-run- 
hing’ engineman, under the most adverse circum- 
stances. If necessary, a high white fence could be 
built along close to the track, beginning a mile be- 
fore reaching the signal. If a mile is not necessary 
perhaps a half mile or quarter mile, or an eighth, will 
be useful. We do not assert the absolute need at any 
particular place of any fence whatever, or of any 
artificial landmark; but we do say that if a runner 
has any good excuse for not being able readily to 
keep track of his whereabouts he ought to be pro- 
vided with all necessary aids to enable him to do so. 
If the intention is to get along with deficient land- 
marks by having speed slackened whenever the view 
is shortened by fog, that intention ought to be defi- 
nitely set forth, and low speed enforced. It is to be 
observed that mishaps of the kind under discussion 
are usually reported as occurring to fast trains, which 
indicates that trying to make faster time than the fa- 
cilities of the road provide for is perhaps the under- 
lying cause of most of the accidents. 

In providing a landmark the essential point is to 
have some object, in full view of enginemen, and not 
more than 10 ft. from the track, fixed at a known dis- 
tance from the signal for which it is an indicator. It 
should be easily describable, so that in discussions as 
to whether it was or was not seen on any given ocea- 
sion, there may be no quibbling. The value of a 
fence over a post is that it relieves the engineman 
from too much anxious watching. A fence 100 ft. 
long, very close to the track, is a great relief, in a 
fog, as compared with a single post. The distance of 
a fence from the signal could be indicated by the 
height of its posts or by the number of its boards. 
Such a fence would keep out cattle as well as would 
2 right-of-way fence, though of course none but a 
very poor road would try to make it take the place of 
a fence on the boundary line. 

Of course the best ‘“mile-board” or single-post sig- 
nal is a semaphore, with an arm fastened horizontal 
(if nothing better can be afforded), and with a lamp 
to be kept lighted at night. This is a true distant 
signal, though it promotes safety only, not speed. 
But in view of the demand which on some roads is 
felt, more or less, all the time, for audible fog signals, 
and the very short view that an engineman has of a 
semaphore when running fast in a fog, the idea of a 
white fence is not unworthy of notice even when a 
distant signal is provided. It might afford the sim- 
plest means of meeting the difficulty which arises 
where a distant signal is not far enough back for 
the fastest trains. In most cases this difficulty is 
felt only in stormy or foggy weather, because in 
clear weather the engineman ean see the distant sig- 
nal from afar; but whenever or wherever the dif- 
ficulty does appear, a second distant signal is needed. 
As only one road that we have heard of (the Penn- 
sylvania) has introduced these double cautionary 
signals, we judge that most managers feel reluctant 
to adopt such an innovation. If it is not adopted the 
only rational alternative is to give up the high speed. 
A landmark a mile or half mile back of the distant 
signal does not, indeed, enable the fast runner to see 
the signal any sooner, but it does enable him to 
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measure the distance accurately and to avoid reducing 
his speed any more than is actually necessary. Is not 
this an advantage worth having? 

If one really desires to have his fast trains make 
their time in all weathers this matter of accuracy in 
measuring the distances needs attention at all fixed 
signals. A superintendent determined to have the 
fewest possible signals on his road could find some lit- 
tle landmark almost anywhere, on the most monoton- 
ous prairie, and could thus with some plausibility re- 
quire his enginemen to shirk for themselves; but the 
theory of the fewest possible signals has little to 
commend it. A rational theory requires that the 
enginemen of all trains, slow or fast, shall have the 
best possible means, when approaching a stop signal— 
as nearly uniform as possible at all places on a 
railroad or a division—for learning just where to re- 
duce speed with the least loss of time. And to se- 
cure the desired uniformity, almost anything in the 
shape of ‘semaphores, boards, posts, fences or lamps 
is far better than any number of natural landmarks, 
such as red houses, trees, rocks or woodchuck holes. 





Locomotive Rating. 


Mr. Thomas Tait’s paper on rating freight engines, 
presented before the New York Railroad Club and 
published at considerable length in our issue of Jan. 
18, is one of the best papers on the subject thai 
has yet appeared. The method described and recently 
adopted by the Canadian Pacific, is not altogether 
new; at least, the fundamental principles of Mr. 
Tait’s system of rating are the same as used by the 
Northern Pacific and described by Mr. E. H. McHenry, 
in our issue of June 25, 1897, as Mr. Tait himself 
points out. That, however, is in its favor. Few 
rounds had studied the whole question of engine load- 
ing and train resistance in quite so rational and prac- 
tical a manner as the Northern Pacific. It follows that 
other roads upon investigation might well reach sim- 
ilar conclusions in the matter of engine rating and 
adopt methods similar to the Northern Pacific’s. 
We will not now attempt to review at length Mr. 
Tait’s paper but will only refer to a few points which 
may serve to give a general idea of his method and 
draw attention again to the article’ printed last 
week. 

The Canadian Pacific was one of the first roads to 
adopt the tonnage basis for rating and loading its 
freight engines; using the actual tons except in the 
case of empty freight cars, to the weight of which an 
arbitrary addition was made. This, it may be said, 
is the common practice to-day on roads which are 
using a tonnage system, and it becomes a matter of 
2 good deal of importance to know that the Can- 
adian Pacifie’s experience under the ‘actual’? ton- 
nage system was not wholly satisfactory. It was 
shown, especially since cars of large capacity have 
come into use, that the hauling capacity of engines 
should be based on a uniform proportion of tare 
weight to gross weight behind the tender, and that in 
loading engines the resistance of every train should 
be determined as compared with that of a train hav- 
ing this uniform proportion of tare. After an_ in- 
vestigation, the Canadian Pacific decided to adopt one- 
third as the uniform proportion of tare weight to gross 
weight behind the tender; that is two of contents to 
one of tare by weight. The new schedules of hauling 
capacity of locomotives in freight train service there- 
fore show the number of tons which each class of en- 
gine can take from station to station, in each direction, 
in a train the tare weight of which is one-third the 
gross weight behind the tender. One class of engines 
is taken as a standard and then others are classified 
in accordance with their relative hauling capacities. 
‘Each class is designated by the percentage of its 
capacity, taking the standard engine as a base. The 
data concerning hauling capacity and train resistance 
of different divisions was got by dynamometer car 
trials. Allowances for fast and slow speeds, kinds 
of weather and conditions of rail are provided for in 
the usual way by varying the schedule ratings by 
suitable percentages. All of this is explained very 
clearly by Mr. Tait and- one of the great merits of his 
paper, as of his system, is its simplicity; it is under- 
standable by anyone who will read it, and it is short. 

It will be noted that the schedules for the different 
divisions show the ratings of different engines when 
hauling a standard train, the weight of which is one- 
third tare and two-thirds contents, and to facilitate tlic 
work of making up trains of loaded, partially loaded 
and empty cars, a chart is issued which was repr‘ 
duced with our abstract. Up to this point the Cui 
adian Pacific method, at least in principle, is esse! 
tially the same as that devised by Mr. McHenry fer 
the Northern Pacific, excepting in the latter case 
diagram for equating the tonnage of partially loade: 
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and empty cars is used instead of the chart. The 
diagram answers the same purpose but possibly the 
chart is more readily understood by men unfamiliar 
with graphical representations. Both chart and di- 
agram are based on the assumption that the resistance 
of empty cars is 30 per cent. greater than the same 
weight of loaded cars. 

The advantage of this method of rating and loading 
engines is that each engine is given its approximately 
correct load having regard to the proportion of tare 
to gross weight. The Canadian Pacific uses this 
“equivalent” ton-mileage for statistics as giving fairer 
comparisons of fuel and other performance of engines 
and men. However, the chief benefit derived from 
this system, as Mr. Tait says, is to be found in the 
fact that advantage is taken of every opportunity, 
through larger capacity cars or better loading, to in- 
crease the tonnage of freight trains. 

Of course it would be a mistake to suppose that this 
method of rating is final or complete, or applicable to 
all conditions. That it is not so considered, Mr. Tait 
was careful to point out in his discussion at the club 
meeting. For instance, that percentage of the total 
train resistance which is due to rolling friction, jour- 
nal friction, etc., would be smaller as the grades be- 
come heavier. Thus the assumption that empty cars 
require 30 per cent. more power to haul than the same 
tonnage in loaded cars is only correct in certain cases. 
As said, the author of the paper fully recognizes 
these things. But at the same time, the best that can 
be done in rating engines is to make a reasonable 
approximation to scientific accuracy. 

We advise all those interested in locomotive rating 
to secure a copy of this paper when it is finally 
published in the Club Proceedings, as there are sey- 
eral blanks and forms that we could not reproduce 
but which will be useful to anyone in adopting the 
system. 





December Accidents. 

Our record of tra’n accidents in December, given in 
this number, includes 101 collisions, 105 derailments and 
eight other accidents, a total of 214 accidents, in which 
66 persons were killed and 199 injured. The detailed 
list, printed on another page, contains accounts only of 
the more important of these accidents. All which caused 
no deaths or injuries to persons are omitted, except where 
the circumstances of the accident as reported make it of 
special interest. 

These accidents are classified as follows: 





Crossing 
But- an 

Collisions— Rear. ting. other. Total. 
Trains breaking in two............ 9 0 1 10 
Misplaced switch ........-..-+-e- 3 1 3 7 
Failure to give or observe sijnal.. 6 0 2 8 
Mistake in giving ver understanding 

OTS cy csinre ciecaowsieisancesndere 0 1 0 1 
Miscellaneous ........cccccececees 8 1 16 25 
WMEXPIAINED | 55 coc-csis wcrc rse sneiees aa) ee 10 22 50 

PGRN. coeccicie oe ole eae nes s eee eens 44 13 44 101 

Derailments. 
Broken VOU ccc ccecasicns 2 Bad switching ........... 2 
Loose or spreud rail...... Tt Bad lending: < ceccccavsccwes 1 
Defective bridge ........ 4 WMGRRWAY <.0<ccccseise aes 3 
Defective switch ........ 2 Failure to give signal..... 1 
Broken wheel 4 Animals on track......... 4 
Broken axle .... © BOnesde  ooc.0 co cccinscses 3 
Broken truck B Ice ...... 202. eseeeeeceee 1 
Brake hose burst......... 1 Malicious obstruction .... 3 
Misplaced switch ........ 5 Unexplained ..........+.- 58 
Track repairers ..... Sate, Ae ROUBN ccc cnccencneuns .. 105 
Derailing switch ......... 1 as 
Careliss running ..... waar ie 
Olher Accidents. 

BOMer CRRIOAIOD ~ 66.6. co.cisc ccs cece ccecanse ce esuwcades 2 
BPORGR BING EOE iocric crs ciecinse tenor sence sbserceanae was 2 
Cars burned while running................. iGeud teas 2 
CER CRUROR oicicc oc nce or cccle ns acieeina ca ccneies vehicle mn ert cts 2- 8 

Total number of accidents: .<.. 6.6666. csc he sccceenss 214 


A general classification s!.ows: 

Collis- Derail- Other 

ions. ments. accid’ts. Total. P. C. 
9 9 4 


Defects: of Toad..s.:60.06666% 0 0 

Defects of equipment..... 10 14 4 28 13 

Negligence in operating... 41 , 15 2 58 27 

Unforeseen obstructions... 0 11 2 13 6 

URETDIAIOE occccssccsacs 50 56 0 106 5u 
MOINS oi acs: croreig croton ine ease 101 105 8 214 100 


The casualties may be divided as follows: 
Collis- Derail- Other 





Killed— ions. ments. accid’ts. Total. 
TOD IOV CCR 6: <6. o:58:0 6.5578 oo orerertive 34 15 2 51 
PRSRCHEOIR. ois caievicdsieesse nae 1 4 0 5 
MGI yo aia oiaeacsrclessnsionve ane acres 2 8 0 10 

RMN 6055 o:055 lecensain oscare hearse 37 27 2 66 

Injured: 
Employees 89 34 7 13) 
Passengers eee eer 36 5 69 
COE ca kidGdders Kekov es See e 0 0 0 0 

ROGAN care 5 sd scencornneaeduwenes 117 70 12 199 


The casualties (o passengers and employees, when di- 
vided according to classes of causes, appear as follows: 


Pass. Pass. Emp. Emp. 

killed. injured. killed. injured. 
Defects Of ToaGisccs cccccncss « 0 1 5 6 
Defects of equipment..:...... 3 3 3 10 
Negligence in operativg....... 1 28 37 97 


Unforeseen obstructions and 


MARMCIOUSNOSS: 5.556665: c0008s 0s 0 10 2 5 
URGSPRAMIOG Siac 3s cries cetes-ceve 1 27 + 12 
WORRY fegiescs. 3. seiseoneraetinoneee 5 69 51 130 


Forty-two accdents caused the death of one or more 
persons each, and 34 caused injury but not death, 


_ was wrecked and nine employees were killed. 
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leaving 138 (64 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 
The comparison with December of the previous five 
years shows: 
1900. 1899. 1898. 1897. 1896. 1895. 
de 





CII oi dia ci dois- de aciea 101 127 106 107 29 
Derailments ............ 105 105 107 95 60 7 
Other accidents ........ 8 + 7 6 6 6 
Total accidents ........ 214 236 220 208 95 157 
Employees killed ....... 51 46 25 18 43 41 
Others RMSE... 6:66 cc esc 15 19 7 10 19 7 
Employees injured ..... 130 98 127 135 53 St 
Others injured .......... 69 73 56 60 37 115 
Average per day: 
Accidents 7.61 7.10 6.71 3.06 5.06 
Killed eae dee a awiae 2.10 1.33 0.90 2.00 1.55 
Panga scka/esee ene 3.42 5.51 5.90 6.29 2.90 6.42 
Average per accident: 
RMN as Sein sb osene eos 0.31 0.28 0.15 0.138 0.65 O31 
BFOG 6 cbc ccegessreve 0.93 0.72 0.88 0.94 0.95 1.27 


The most fatal train accident of the month was the 
collision at Suisun, Cal., on the 4th, in which a work train 
The ex- 
plosion at Chicago, reported the same day, was notable 
as a train accident, but the wreck of the building resulted 
in the death of six persons and the fatal injury of several 
others. The newspapers of that day reported a third 
serious accident, that near Phillipsburg, N. J. This col- 
lision was a fortunate one as regards injuries to persons, 
though a passenger car was wrecked. As in many other 
accidents during the month, a large part of the destruction 
here was caused by fire. One of the worst accidents of 
the month, as measured by the number of passengers in- 
jured, was that at Gray’s Ferry, Pa., on the 8th, which 
was due to an insignificant derailment of a freight car, 
the cause of which could not be discovered. 

Two collisions in the present list occurred on lines 
worked by the block system. At Edheworth, Pa., on the 
14th, a signalman made an unaccountable mistake and a 
passenger car was wrecked, but, fortunately, it was 
nearly or quite empty. At Kittanning Point, Pa., on the 
15th, a somewhat similar collision wrecked a ear filled 
with laborers; in this case the fault is attributed to the 
engineman. , 

The wreck of a passenger train on the Mexican Na- 
tional was reported Dec. 23, in which 20 passengers were 
injured. 

The number of electric car accidents in the United 
States in December, as reported in the newspapers, ag- 
gregates 17, in which 12 persons were killed and 90 in- 
jured. One of these accidents, at Providence, R. I., on 
the 3rd, was the derailment of. the rear truck of the rear 
car of a four-car train, at a facing point switch. The 
train was one of the Providence, Warren & Bristol line 
of the New York, New Haven & Hartford, but it was 
running on one of the streets of the city at the time. 
Another accident, in which three persons were injured, 
was a disarrangement of the electrical connections in 
the car, the personal injuries being caused by electric 
shocks. a 





Railroad and Commercial Telegraphy. 


Most of the telegraph offices in this country do not 
take in enough money to pay the operator’s wages. In- 
deed, a great number of offices, perhaps a majority, take 
in for commercial telegraph business less than a hundred 
dollars a year. If such offices are to be kept open, of 
‘course the operators must do something else to live. 
Sometimes they sell cigars, or periodicals or drugs; some- 
times they help about a hotel; but usually they work for 
a railroad. So we are quite accustomed in small places 
to go to the railroad station for our telegrams just as 
we do for our express parcels. Indeed, we feel aggrieved, 
if, in the country, we cannot send or receive a telegram 
at the railroad station. “Why is not the agent an op- 
erator?” we say. 

It is very natural that the railroads should have drifted 
into the position of handling the local business of the tele- 
graph companies. On the one hand the railroads had 
lines of telegraph with stations situated as near as pos- 
sible to centers of population, and at each station an 
operator who would probably not be bothered with a few 
commercial messages. Why not sell a few minutes of 
his day to a telegraph company? Anything the railro 
received, in commissions, or free telegraphy, or in poles 
or wires was all profit. On the other hand the 
telegraph company could not maintain offices of itself in 
all these places, so why not let the railroad take a part of 
the earnings at such points? The rest could be treated 
as clear gain. Such an alliance was all the more attract- 
ive to the telegraph companies because the railroads had 
rights of way, available for telegraph as well as for rail- 
road purposes, direct rights of way that the railroad was 
bound to maintain against all comers. It was worth 
something to a telegraph company to be assured such a 
right of way, for lines of poles along the highways are a 
prey to borough and village authorities, and can only be 
policed in a buggy. Again, if the railroads assume all the 
local work the telegraph company is relieved of all minor 
trouble connected with the operations of local telegraph 
lines with their endless variety of “calls” and inconven- 
iences surpassing even those of telephone party lines. 

With both sides eager to make a bargain it is only nat- 
ural that for the last 40 years or so the telegraph com- 
panies have been making with the railroads contracts 
varying greatly in their details, but all agreeing in this 
that the telegraph companies retained for themselves the 
lucrative business handled on through wires between 
large centers, while the railroads for a consideration un- 
dertook the sparse business between local points. 

The main difference then between railroad and com- 
mercial telegraphy is that most of the railroad work is 
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on local wires and most of the telegraph companies’ work 
is on through wires. Comparatively few of the railroads 
have any large number of through wires, and fewer yet 
use any of the various multiplex machines. 

With the telegraph companies most of the circuits are 
through ones, with few offices, and the use of the duplex 
and quadruplex is frequent. The Western Union, indeed, 
goes farther than that, and has followed the British Post 
Office in its use of the Wheatstone “rapid” apparatus, 
in which the dots and dashes are punched in a tape 
which can be run through the transmitter with great 
speed, sending hundreds of words in a minute. 

This difference in work makes a difference in men. The 
typical railroad telegrapher is the man who can promptly 
identify and report a train and can handle a train order 
quickly and correctly ; a man who can be trusted to flag 
a train or to act in an emergency. The typical commercial 
telegrapher is the one who can sit all day long at a “heavy” 
circuit, working with one other office, or two at most, 
sending or receiving hour after hour at a steady gait, work 
which would break down his more volatile railroad 
brother. Or else he is the expert, learned in the balancing 
of quads or the elimination of “bugs.” 

But to return to our bargain. It was a good one pretty 
much everywhere, up to a recent date. It is still a good 
arrangement where railroad work does not take up all the 
railroad operator’s time. But with the increasing density 
of traffic on some of our railroads and with the advent 
of block signals, the railroad operators are being separated 
from the station force and from the public. They are 
being hidden away in towers or at strategic points far 
away from the stations. Furthermore, these operators 
have more and more tracks, trains and signals to watch. 
The time is coming, if it has not already come, when 
they cannot safely be expected to handle commercial tel- 
egraph business. 

This state of things is coming, of course, only on the 
main lines of our greatest railroads. On the branches 
and smaller lines the old contracts fit and the agents and 
operators can still handle this outside telegraph work. 
But on certain main lines the question of a change is 
already presenting itself. In such a situation is the rail- 
road bound to supply two sets of operators, one in the 
towers, to run the road, and another in the stations to 
handle the agent’s telegrams and the commercial business? 
Or should the telegraph company go back to the country 
stores with its offices? Or should the telephone enter the 
scene at this point? The question is an interesting one 
and we may expect to see many solutions tried in the 
next few years if the business of the railroads continues 
to increase. 


Once on a time, a certain railroad president, on receiy- 
ing an exchange annual stamped “Not good on the Lim- 
ited,” returned the favor with a pass “Good only on the 
Local Freight.” The reader is, no doubt, familiar witb 
this story; and as it is now several years old, and rather 
tame, we will tell another. It comes from the peaceful 
city of Springfield, Ill., though the state of mind of some 
of the participants in the events to be narrated is far 
from peaceful. According to a press despatch the Chi- 
cago & Alton has been distributing to members of 
the Illinois Legislature passes marked “Not good 
in compartment cars,” “Not good on Alton limited,” 
“Not good locally between Chicago and Joliet”; and, 
of course, the legislators do not like it. Representa- 
tive Nohe at once introduced a resolution calling for the 
appointment of a committee to investigate all wrecks on 
the Chicago & Alton within the last six months. In the 
Senate it was proposed to investigate the assessment of 
the road by the State Board of Equalization, it being «as- 
serted that the company is escaping its just share of taxa- 
tion. If nothing of a mollifying nature comes in to 
change the situation, further news may be expected next 
week. In Indiana there is trouble of a still more grievous 
nature. It is not, perhaps, so injurious to the 
members’ dignity, but it is much more’ sudden 
and painful in its practical effect. According to 
the Indianapolis Sentinel, the members of the Gen- 
eral Assembly have not yet received passes from any 
railroad except the Pennsylvania. “Several days before 
the session convened each member received a pass from 
the Pennsylvania which is good only for transportation 
in this state. These passes are not transferable and are 
not good longer than ten days after the close of the ses- 
sion. Inasmuch as many of the members cannot reach 
their homes by way of the Pennsylvania lines there is 
considerable uneasiness over the action (?) of the other 
systems. Heretofore, the Big Four, Vandalia, Monon, 
and, in fact, all the roads have furnished the members 
of the General Assembly with passes. The reason given 
why they have not done so this year is that there is no 
important railroad legislation to come before the As- 
sembly. The failure of the railroads to furnish the mem- 
bers with passes and the trouble over the appropriation 
bill made it rather difficult for some of the members to 
spend Sunday at home. At the last moment there was 
considerable hustling on the part of some of the mem- 
bers to find others who were willing to institute a loan 
office for their benefit.” 


The funny thing about the Indianapolis item is the 
reporter’s innocent explanation of the dearth of passes. 
The members have not yet “struck” the railroads. But 
withholding the passes is the very best thing that the 
railroads could do to stir up the legislators to renewed 
activity in devising what they call railroad legislation 
bills to reduce the income or increase the expenses of 
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the railroads—so it is difficult to see how the reporter's 
explanation can be accepted. In Illinois, as we see, a 
very little drying up on the part of a railroad starts 
two moves against the road at once. The proposition to 
investigate the accidents of the past six months is, we 
take it, merely a feeler; if the required concessions are 
not forthcoming an investigation covering six years 
should be ordered. Sut the Illinois statesmen seem to 
be wealthy and independent. Their plan of campaign 
would never work in Indiana. What does an accident 
inquiry amount to on Saturday afternoon when you 
cannot get home? It is not a legal tender at hotels or 
lodging house. The other Illinois scheme—to increase 
the taxes—would be much better adapted to the wants 
of Indianapolis. A State Board of Equalization, how- 
ever, is a clumsy instrumentality. It is intolerably slow. 
The method recently employed by the tax collector at 
Brazil with the Chicago & South Eastern is much more 
practical, If the Sergeant-at-Arms of the House had 
chained down a few locomotives on that eventful Satur- 
day afternoon, a suitable levy could have been arranged 
in short order, and the legislators would have been saved 
the mortification of borrowing from their fellow-mem- 
bers. 

Representative Henry C. Smith, of Michigan, has in- 
troduced in Congress a bill to create a “national freight 
association,” to fix and regulate freight rates through- 
out the United States. Mr. Smith proposes to have 
this commission consist of 12 members, six of whom 
shall be railroad men and six representatives of ship- 
pers or mercantile interests. The twelve commissioners 
are to be selected partly on a territorial basis, and the 
bill prescribes the boundaries of the Eastern, Western, 
Southern and other divisions. The bill is a long one, 
with clauses describing in detail the duties of the com- 
mission in connection with uniform classification and 
other things. Whether or not there is a single useful 
line in the bill we have been unable to determine. The 
projects for new legislation in the various state Legis- 
latures now in session embrace the usual bewildering 
variety of measures, good, indifferent and bad, mostly 
the latter. Among those which seem likely to elicit at 
least a little useful discussion are: One in Wisconsin 
to establish a board of three railroad commissioners, 
under a law similar to that now in force in Minnesota; 
one in Minnesota to increase the state tax on railroads, 
making it 4 per cent. on gross earnings; and one in 
North Carolina to change the “Jim Crow car” law. In 
New York State a dozen or more bills have been intro- 
duced regulating various details of operation and of 
fares on steam and electric roads in and around New 
York city. 


The New York Central has won its suit, begun last 
November, to get a reduction of $8,271 in the taxes as- 
sessed by the State of New York on its gross earnings. 
The company’s claim was based on the fact that the tax 
law cannot be equitably applied to the money earned by 
the road in earrying the United States mails, because 
the mails which are intra-state cannot be separated from 
those which are interstate. The law imposing a tax 
of one-half of 1 per cent. on gross earnings applies only 
to receipts accruing from transportation which begins 
and ends within the state. The decision is by Justice 
Smith, of the Third Appellate Division of the Supreme 
Court. In view of the impossibility of distinguishing 
one class of mail from another, it is held that the Comp- 
troller was not authorized to use any portion of the mail 
earnings as a basis for ascertaining the tax. The re- 
ceipts of the Central for carrying mails during the 
year ending June 30, 1899, aggregated $1,654,182. 


Pooling Locomotives. 

Concerning this Mr. Quereau has lately said that the 
chief advantages are: 

a. A greater mileage per engine, hence a smaller cap- 
ital invested in motive power. 

b. More uniform and suflicient rest for the enginemen. 

I believe there are the following advantages in pool- 
ing during the dull as well as the busy season: 

1. The use of the engine best adapted to the business 
offered, without running the men around one another; 

2. The rigid inspection obtained by the use of special 
inspectors; 

3. The men are not required to work on their engines 
between trips; 

4. Laying up engines in good order during the dull 
SCAaSOn; 

5. The men lose no time, because their engine is held 
out of service for repairs; 

6. A large number of men can be kept in service and 
training during the dull season, beeause the pay is uni- 
formly distributed, and during the rush the number 
of men can be regulated so as to secure proper rest for 
all; 

7. More thorough running repairs, because the engine- 
men are losing nothing while the repairs are being made. 

I am impressed that there is another important con- 
sideration for continuing the pool during the dull season, 


after using it while business is heavy. It requires con- 
siderable time in which to get all concerned accustomed 
to the working of a properly organized pool, and for the 
system to be brought to its most efficient perfection. It 
will probably take from two to three years to secure the 
best results. If the plan of handling the power is 
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changed from pooling to assignment once in six months 
and back again at the expiration of the same period, I 
very much doubt if the pooling system can be worked 
to its greatest advantage. Certainly few would advise 
changing the shop organization once in six months. I 
believe the proper time to organize a pool is during the 
dull season, so that it may become properly systematized 
while there is time to give its workings careful attention 
and will be running smoothly when the tug of war 
comes, on much the same principle that football play- 
ers and prize fighters go into training for the final strug- 
gle which is to test their skill and ability. 


Fast Trains in Europe. 


Recent improvements in the speed of express trains 
in England, Scotiand and France form the subject of 
an article by Mr. Rous-Marten in The Hngineer for 
Jan. 11. In 1899 Mr. Rous-Marten found numerous im- 
provements to report, but in 1900 there were not many, 
and a considerable portion of the present article is de- 
voted (o refutations of erroneous statements which have 
been made by other writers. France still shows faster 
schedules than England. The French did not make 
much improyement in 1900 over 1899, but the very 
natural explanation is that the 1899 record was remark- 
ably high. In France, speeds on the different lines are 
limited by statute, the highest limit being 74.4 miles 
an hour. On some parts of the Paris, Lyons & Mediter- 
ranean the limit is 68.3, and on other sections of this 
and other roads the limits are 62.1 and 55.9. 

There are eight stretches of railroad in France, of 
over 100 miles each, which are traversed regularly by 
trains which make no stops. The longest of these is 
from Paris to Arras, on the Northern, 120 miles, at 55.5 
miles an hour. On most of these eight lines more than 
one non-stopping journey is made daily. Between Paris 
and Troyes, 103.75 miles, there are six such trips daily, 
the fastest being made at 49 miles an hour. This is oa 
the Kastern Railroad. 

In England there are so many long runs without a 
stop that the author tabulates only those of 120 miles 
or longer. Of these he finds 18. The longest is from 
Paddington (London) to Exeter over the Great Wester, 
19354 miles; quickest time 3 hours 48 minutes, rate 52.1 
miles an hour. Between Crewe and Carlisle, over the 
Northwestern, 14114 miles, 10 trips are made daily, each 
without a stop, the fastest being at the rate of 51.6 
miles an hour. The total number of runs without stops 
shown in this table of routes is 56. 

Mr. Rous-Marten gives tables showing the fastest 
1un on each of the principal British roads and a similar 
table for the French; and also shows all of the runs 
in each country scheduled at 54 miles an hour or faster. 
Of these he finds in England 17 and in France 36. The 
best in the British list is from Forfar to Perth, on the 
Caledonian, 32% miles, in 83 minutes (59 miles an hour). 
The best French run is on the Midi between Morcenx 
and Bordeaux Contrdéle, 6734 miles in 66 minutes (61.6 
miles an hour). On the Northern from Paris to Amiens, 
SL, miles, one train is run in 81 minutes (60.5 miles an 


hour). 


NEW PUBLICATIONS. 


Engineering Studies, Part 11; Roman Stone Arches. By 
Charles Evan Fowler, M. Am. Soc. C. E. Pamphlet, 
16 pages. New York: Engineering News Publishing 
Co. 1900. 

In this little pamphlet Mr. Fowler has gathered photo- 

graphs of the most celebrated Roman bridges and aque- 

ducts, and he has given a short description of each. We 
have no doubt that many engineers and others will like 
to add this pamphlet to their collections because it as- 
sembles pictures and information which few people have 
the opportunity to collect. Eight different structures are 


shown. 


The Engineering Magazine for January is a “works 
management number” and has an important and interest- 
ing table of contents and list of writers. One group of 
short articles deals with the Elswick Works, the Carnegie 
and Krupp Works, and has a sketch of Mr. George West- 
inghouse. Mr. Schwab writes of the Carnegie Works 
and Mr. McFarland of Mr. Westinghouse. One article 
by two different writers is on the “Uses and Abuses of 
Organization,” another is on “Intensified Production and 
Its Influence on the Worker,” and another on “Intensified 
Piece Rate System in Practice.’ Other articles deal 
with the premium plan, with advanced foundry practice, 
with cost keeping, with shop arrangement and electric 
drive in engineering works, ete. Mr. Canniff has an 
article on “The Discipline and Control of Railroad Em- 
ployees.”. The editor has gathered a group of short 
papers on the strength and weakness of the combination 
or trust idea, giving expressions of opinion by Messrs. 
John D. Rockefeller, Andrew Carnegie, James B. Dill 
and the late Baron Russell, Lord Chief Justice of 


England. 

Discharge of Sewage Into Boston Harbor—tThe State 
Board of Health of Massachusetts has recently published 
a report on the discharge of sewage into Boston Harbor, 
the body of the report being by Mr. X. H. «Goodnough, 


Chief Engineer. One of the outlets, namely, that near ' 


Deer Island, discharges continuously regardless of the 
stage of the tide, but this is so situated that no nuisance 
is created. Another outlet, near Moon Island, discharges 


intermittently according to the tide, and a considerable 
nuisance is created here by the return of sewage along 
inhabited shores. It is proposed to establish two other 
outlets further out in the bay to remedy this situation. 
The report is a thorough discussion of present and future 
conditions. 


Roliing Lift) Bridges —The° Scherzer Rolling Lift 
Bridge Co. has just issued a handsome volume illustrat- 
ing and describing especially the Scherzer rolling lift 
bridge, but incidentally a number of other lifting bridges. 
The volume is 13% x 10% in. (the shape of the page 
being designed especially to display the numerous plates), 
has 68 pages with many cuts and plates in the text, also 
25 direct reproductions from photographs of examples 
of Scherzer bridges. Mr. William Scherzer, the inventor 
of the bridge which now bears his name, was born in 
1858 and died in 1893, and this volume is prepared by 
his brother, Mr. Albert H. Scherzer, President of the 
company. The famous bascule bridge in London, known 
as the Tower bridge, is shown and described, as are a few 
other developments of the pivot or trunnion bascule 
bridge, and comparisons are made between these and the 
Scherzer type. Some comparison is also made of the 
weights, dimensions and other elements of swing bridges. 
A number of ideal pictures are given of ornamental 
Scherzer bridges designed especially for architecutral ef- 
fect. The general engineering features of the Scherzer 
bridge are then described and special descriptions are 
given of a number of actual examples. There are essays 
on the internal harbor system of Chicago and on the 
development of water transportation in the United 
States. <Altogether the volume is a useful compilation 
and it may be had from the company, Monadnock Block, 
Chicago. The price is $10. 


TRADE CATALOGUES. 


Draft Without a Chimiucy is the title of a little book, 
of which the fourth edition has just been issued by the 
B. F. Sturtevant Co., Boston, Mass. This brings the 
total number of copies printed up to 50,000. It relates to 
the experience of the Sturtevant Co. in the use of a fan 
to produce draft without a chimney in its own work-:. 
Copies will be furnished on application. 


Gas and Gasoline Engines.—-Yhe Charter Gas Engine 
Co., 9-11 Wallace street, Sterling, Ill, in its “New 
Century” catalogue, shows an adaptation of its work to 
hoisting, pumping, traction and belt driving. The cata- 
logue is illustrated and contains tables of dimensions 
and capacities, and testimonials. 


Pipe Unions, Flanges and Cocks.-—-The FE. M. Dart 
Mfg. Co., Providence, R. I., have issued a small cata- 
logue for 1901, listing and illustrating their patent lubri- 
cating, stop and waste cocks, steam cocks, the Dart union 
with bronze ball joint, flanges and other pipe fittings, 
and a number of other specialties which they make. 





Railroad Publications—Mr. Edward Baker, 14 and 
16 John Bright street, Birmingham, England, sends a 
special catalogue containing 1,610 titles, being a Lot of 
documents, charts and books concerning railroads, which 
he offers for £250. Duplicates of some of these items 
may be had, the prices to be fixed by correspondence. 
This special catalogue contains a valuable list of titles of 
material concerning 13 different English railroads. Mr. 
Baker publishes a handbook of 224 pages, sold at two 
shillings, which gives an annotated list of his stock. 


The Boston Belting Co., Boston, Mass., has just issued 
a little 12-page pamphlet descriptive of rubber mats, 
matting and treads for railroads and steamships. It con- 
tains illustrations and prices of the materials named. 


Hand Cars, Ete-—The Kalamazoo Railway Supply Co., 
of Kalamazoo, Mich., sends catalogue No. 12, being a 
pamphlet of 112 pages, describing hand cars, inspection 
ears, track jacks, benders and drills, barrows and trucks 
and various other specialties. 


Air Compressors.—The Clayton Air Compressor Works, 
26 Cortlandt street, New York, have just issued a cata 
logue that illustrates and describes the many types of 
Clayton air compressors, air receivers, vacuum pumps. 
carbonic acid gas and high pressure compressors and thie 
Clayton air-lift pumping system. It also contains full 
information about the transmission of compressed air, 
and capacity lost by air compressors in operation a! 
various altitudes. It is one of the most complete works 
of its kind published. Copies will be sent on application. 


Steel Tubes.—The Shelby Steel Tube Co., Clevelan, 
Ohio, have ready for distribution a new price list of ho'!- 
rolled or cold-drawn steel tubing, safe ends, seamle=s 
cold-drawn square tubing, and tubing of various other 
kinds for mechanical use aside from boiler work. Prices 
and weights per foot for given gage are tabulated. 





The Born-Dunham Car Improvement Co., Old Colo 
Building, Chicago, has issued a pamphlet describing 
new journal box, lid and dust guard. The most essenti 
claim made is that a dust-proof journal box is the resu'' 
of this combination. The lid is flat and hung from t! 
top. When closed the lid is forced against the box by 
lever pivoted near the center of the lid. The lever can be 
wedged beneath projections on the box at either side of the 
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lid so as to force the lid inward against its seat. A lock 
is provided for holding the lever in place, when the lid 
is down. 


Drills—We are in receipt of a new catalogue of the 
Bickford Drill & Tool Co., Cincinnati, Ohio, a pamphle. 
of 66 pages with half-tone engravings of various kinds o- 
drills. On the page opposite the engraving are a briec 
description and the principal dimensions of the tool. 
There are shown different styles of radial drills, post and 
wall drills, suspension drills, multiple drills and traveling 
drills. Beside these, drills for special purposes are made. 


The Empire Manufacturing Co., Denver, Colo., sends 
a pamphlet describing its mechanical boiler cleaner. This 
consists of a surface skimmer in the boiler from which a 
pipe runs to a settling tank outside the boiler. There is 
also a return pipe from the settling pipe to the boiler so 
that a water circulation is maintained. The idea is that 
impurities lodge in the settling tank, from which they 
are readily blown out. 


Steel T'ubes.—In a small pamphlet the Seamless Steel 
Tube Co., Detroit, Mich., announces that its new plant at 
that place is completed and it is in position to furnish 
steel tubes ranging from 1 to 3% in. in outside diameter. 
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Pneumatic Yoke Riveter—Philadelphia Pneumat'c 
Tool Company. 





The pneumatic riveting machine here illustrated is 
adapted to a wide range of work on tanks, stacks, bridges, 
ship framing and structural work. It will drive rivets 
of any size up to 14% in. and the depth of the yoke may 
be from 10 in. to 10 ft. or more. It is an improved design. 
It is positive in its action, no dependence being placed on 
springs or othcv similar devices. 'The entire action of 
the machine is under the control of the operator 
by means of one throttle lever. The first move- 
ment of the lever causes the hammer cylinder to 
move out against the rivet, and the next movement starts 
the hammer to work. When the rivet head is finished a 
reverse movement of the lever causes the hammer to stop 
working and the cylinder to withdraw into the casing by 
air pressure. The advantage of this arrangement is that 
the cylinder may be moved out until the button set comes 
in contact with the hot rivet, and held there while any 
necessary adjustments are made before starting the ham- 
mer to work. ‘This wiil, in many cases, prevent spoiling 
the rivet and cutting it out. The withdrawal of the 
cylinder into its casing by means of air pressure enables 
the operator to use the machine in any position, with 
the certainty that the 
cylinder will remain in- 
side the casing until he 
is ready to drive the 
next rivet. These points 
will be appreciated by 
those who have used 
yoke riveters. 

The smallest yokes are 
usually made of flat bar 
iron. Medium-size yokes, 
up to 48 in. deep, are 
made of extra heavy 
wrought iron pipe, while 
those of greater depth 


















are made of steel plates braced and_ stiffened with 
angle iron. 

The machine is light in weight and simple in construc- 
tion, having but three moving parts. With each machine 
are furnished two riveter dies and one holding-on die, 
with necessary collars for adjusting the gap for different 
length of rivets. The machine requires 25 cu. ft. of 
free air a minute, and ample facilities are provided for 
thoroughly oiling all parts. On field work, erecting large 
water, gas, and oil tanks, 80 to 100 rivets per hour have 
been driven. 


The Nicaragua Canal. 





Mr. Paul Morton, of the Santa Fe, lately said of the 
Nicaragua Canal: “The Nicaragua Canal will undoubt- 
edly be built, and it will probably cost upward of $800,- 
000,000, This will be $4 per capita for every man, 
woman and ehild in the United States. It may in time 
prove to be of great benefit to the people living along 
the Atlantic and Pacifie coasts. As surely as it helps 
the cities along the sea coast, just as surely will it dam- 
uge cities in the interior of the country. A large share 
of the business now done by Chicago, St. Louis and other 
important inland cities with the Pacific coast will be 
transferred to the merchants and manufacturers located 
on the Atlantic coast. All will pay the taxes, a few 
will get the benefits, and many jobbers and manufac- 
turers and other citizens of the interior will be damaged. 
There is no doubt that New Orleans and other gulf cities 
will grow on account of the canal, but it will be at the 
expense of Chicago, St. Louis, Kansas City and other 
similar markets. 

“If I was a member of Congress from the great manu- 
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facturing section of the Mississippi Valley I would study 
the question of supporting the canal bill very carefully 
before committing myself to the proposition. It is bound 
to destroy the opportunity the Middle West now enjoys 
to compete with the industries of the East for the Pa- 
cifie coast trade. Take away the distribution facilities 
ind you kill the production. 

“I can readily understand why the Pacific coast wants 
the canal built, and it is perfectly plain why the Atlantic 
seaboard shipper wants it constructed, but I submit 
that the middle and western states will not profit there- 
by, and that in case the canal is to be put through some 
way should be devised for exempting from taxation on 
its account all those who live between the Allegheny 
and the Rocky mountains and north of the Mason and 
Dixon line. It will be punishment enough for that por- 
tion of the population of the United States to be de- 
prived of a trade advantage that they now enjoy on the 
Pacific coast without paying a large part of what it 
costs to take away the advantage. 

“The people of the Pacific coast think they are going 
to be benefited by the construction of the canal. There 
is little doubt about this, although the merchants and 
manufacturers at San Francisco and Puget Sound points 
must not forget that it will be just as far from the 
Pacific coast to Yokohama and Hong Kong after the 
canal is finished as it is now, and much less distance 
from New York, and that the moment the canal is open 
and ready for business, rates from the Atlantic sea- 
board to points in the Orient will be greatly reduced and 
at times will be as low from New York as they will 
be from San Francisco. This will prevent the Pacific 
coast from doing the business in the Orient that it aspires 
to do. 

“It seems to me that the Nicaragua Canal bill should 
be entitled: ‘An act to build up and foster the commerce 
of the cities along the Atlantic seacoast and the Gulf 
of Mexico.’ These places are certainly going to be the 
chief beneficiaries, although foreign shipowners—over 75 
per cent. of all the business that will pass through the 
canal estimated as being in foreign bottoms—will come 
in for a very large benefit from the construction of the 
canal by American capital.” 


TECHNICAL. 


Manufacturing and Business. 
Taylor Best Yorkshire iron axles will be used by the 
Pittsburgh Locomotive Works on-.the 45 engines to be 
built by them for the Illinois Central R. R. Co. 

The Sterlingworth Co. of Easton, Pa., has closed a 
contract with the Northern Pacific for 17,000 brake- 
beams for the 4,250 cars recently ordered by that road. 

The Ashton Valve Co., of Boston, Mass., has appointed 
Sidney A. Stephens, 22 St. John street, Montreal, Can- 
ada, as agent for its pop safety valves and steam gages 
throughout the Dominion of Canada. 

On Friday of last week and on Sunday and Monday 
of this week passenger trains were badly delayed by 
snowdrifts in Maryland. From Bruceville, Md., drifts 
of 7 ft. in depth were reported as very common. 

The Chesapeake & Western Co. has been incorpo- 
rated in Virginia to build tunnels, bridges, etc. The 
capital is $50,000. The officers are all of New York, as 
follows: President, Edgar Madden; Vice-President, B. 
Kilden Wilcox; Secretary, John C, Ward, and Treas- 
urer, William H. Hall. 

Mr. H. M. Perry, at one time with the Pullman Co., 
and later with the Madison Car Co., has opened an office 
as Consulting Engineer at 1023 Monadnock Building, 
Chicago. He will make a specialty of inspection, esti- 
mates and appraisals of all classes of new and second- 
hand cars and railroad specialties. 

The Industrial Water Purifier Co., Chicago, announces 
that it has changed its corporate name to the Kennicott 
Water Softener Co. This action is deemed advisable on 
account of confusion resulting from another water purifier 
company having a very similar name. The agent for the 
Kennicott Co. for railroads is the J. S. Toppan Co., 77 
Jackson Boulevard. Chicago. 

The Case Mfg. Co., Columbus, Oliio, report the recent 
following orders: For span cranes of from two to 75 
tons capacity, from the St. Louis Transit Co.; St. Law- 
rence Construction Co., Massena, N. Y.; F. Hammer 
Paint Co., St. Louis, Mo.; Canton Roll & Machine Co., 
Canton, Ohio; Niles Iron & Sheet Co., Niles, Ohio; Chi- 
cago & Alton R. R., Bloomington, IIl.; National Gear 
Wheel & Foundry Co., Allegheny, Pa., and National 
Tube Co., McKeesport, Pa.; for trolleys of from 12 tons 
to 40 tons capacity from the Rarig Engineering Co., Co- 
lumbus, Ohio; Pittsburgh Steel Foundry, Pittsburgh. 
Pa.; Totten & Hogg Iron & Steel Foundry, Pittsburgh, 
Pa.; Scullin-Gallagher Iron & Steel Co., St. Louis and 
the Otis Elevator Co., Chicago, and for jib cranes of 
from two tons to 12 tons capacity from Gerst Bros. 
Mfg. Co., St. Louis, Mo.; Humphreys Mfg. Co., Mans- 
field, Ohio; Abendroth Bros., Port Chester, N. Y.; Pitts- 
burgh, Cincinnati, Chicago & St. Louis (Dennison 
shops); New Jersey Foundry & Machine Co., Passaic, 
N. J., and the American Rolling Mill Co., Middletown, 
Ohio. 

Iron and Steel. 
The office of Vice-President, heretofore held by Colonel 
A. M. Shook, of the Tennessee Coal, Iron & Railroad 
Co., has been abolished. 

The Newport News Ship Building & Dry Dock Co. 
has contracted with the Navy Department for one 
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sheathed armored cruiser of 14,500 tons, to cost $3,885,- 
000, and for a similar cruiser, unsheathed, to cost $8,- 
775,000. 

The Paterson Iron & Steel Forge Co. has been incor- 
porated in New Jersey, with a capital of $128,000, by 
James D. Shields, Horace G. Cooke, John W. Fergu- 
son, Paterson, N. J.; Eugene Stevenson, attorney, Pater- 
son, N. J. 

The Illinois Bridge & Dredge Co. has been incorpo- 
rated under the laws of Illinois to make and sell high- 
way bridges. I. W. Osborne is President and Manager, 
and R. H. MeWilliams, Secretary and Treasurer. The 
office is at Mattoon, Il. 

Bids are being opened Feb, 1 at the Navy Depart- 
ment for three protected cruisers, to be the largest 
unarmored ships in the U. S. Navy and about 3,000 
tons heavier than the Olympia. About nine builders 
are expected to bid on the ships. 

Bridge Contracts—New York Central. 

Bids will be received by W. J. Wilgus, Chief Engineer, 
New York Central & Hudson River Railroad, for 28,000 
tons of new bridges, and the contracts are to be award- 
ed in February. The material is all steel, and the 
spans are to be New York Central standard types; plate 
girders for less than 100 ft.; riveted lattice trusses for 
100 ft. to 200 ft.; and pin-connected trusses for those 
over 200 ft. The work includes the renewals of bridges 
between Weehawken and Ravena; between Buffalo and 
Suspension bridge; Beech Creek Railroad and Fall 
Brook Railroad. 

Electric Traction on the Metropolitan of London. 
The experiments on the Metropolitan were so far suc- 
cessful that no difficulty was encountered in arriving at 
the decision that it would be both practicable and eco- 
nomical to work the whole network of lines of the Metro- 
politan and Metropolitan District by electricity. Tenders 
were invited at the end of last year for the requisite plant. 
In response nine tenders have been sent in. It appears 
that the offer of Ganz & Co., of Budapest, was so much 
below the others. and so full of novelties, that the direct- 
ors of the two companies have asked Sir W. H. Preece 
and Mr. Parker to go to Budapest to investigate the pro- 
posed system. They will probably be accompanied by a 
director from each Board. 

An Improved Blow-Off Valve. 

The accompanying illustration shows a new design of 
blow-off valve made by the Crane Co., of Chicago. This 
valve was designed to overcome trouble 
frequently experienced in valves used 
for this purpose. It will be noticed that 
in this valve the seat is on the outside; 
this prevents sediment -from lodging on 
it. The projection on the under side 
of the dise prevents any discharge tak- 
ing place until the seats become widely 
separated. This prevents wire drawing 
and prolongs the life of the valve seats. 
These valves are made in either angle or 
globe pattern. 





The Memorial Bridge at Washington. 
On Jan. 16 and 17 the Senate Committee on the District 
of Columbia gave a hearing on the subject of the Me- 
morial bridge to discuss the advisability of substituting 
the Keller plans for the Burr plans. Brig.-Gen. Wil- 
son and Col. Allen, of the Engineer Corps of the Army, 
and Prof. Burr, Mr. Morrison and Mr. Keller were 
heard. 
Electrifying the London Underground. 
We have mentioned at other times and places the fact 
that Messrs. Ganz & Co.. of Budapest, are so far the 
lowest bidders for the electric work of the Metropolitan 
and Metropolitan District railroads of London, and that 
a special committee has been sent to Budapest to look 
into their methods and apparatus. A correspondent of 
the London T'clegraph, writing from Vienna, has given 
some account of the Ganz system. They transmit cur- 
rent at 20.000 volts and use it at a working pressure of 
from 3.000 to 5.000 volts. They use the three-phase alter- 
nating current. The working current is taken off the 
wires by a trolley and the high pressure conductors are 
entirely inaccessible. Special attention is paid to the 
signal system. The volume of current is relatively 
small and it is feasible to use the same current for signal- 
ing as for running. This system was first installed in 
Italy on the line from Lecco to Lake Como, where a 
three-phase current of 20,000 volts is transmitted to 10 
converter stations, where the voltage is reduced to 3,000. 
The passenger motor cars have each four three-phase 
motors of 150 h. p. These cars weigh 50 tons and carry 
60 persons, and each motor car also hauls four trailers. 
Freight motor cars are used, each equipped with four 
motors, and these are capable of hauling 250 tons at 18 
miles an hour. The passenger cars are expected to reach 
a speed of 36 miles an hour on the level. 
Material Required for Electric Railroads. 

Below is a list, compiled from the Street Railway Jour- 
nal, of electric railroads which contemplate building addi- 
tional track in the spring and summer and buy additional 
equipment : 

Milford, Holliston & Framingham Street Ry., Milford, 
Mass., 13 miles, including turnouts. 

Jackson & Suburban Traction, Jackson, Mich., 75 miles. 

Pennsylvania & Ohio, Ashtabula, Ohio, 13-miles, for which 
60-Ib. T rails are wanted. 

Findlay Street Ry., Findlay, Ohio, 7 miles, for which 60-Ib. 
T rails will be used. 

Omaha & Council Bluffs Railway & Bridge Company, 
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Omaha, Neb., will, during the next three months, rebuild 3 
miles to 5 miles of track and place new frogs and switches 
over the entire system. 

San Francisco & San Mateo Electric Ry., 
Cal., 22 miles of single track road. 

Valdosta Street Ry., Valdosta, Ga., 2 miles. 

Oswego Traction, Oswego, N. Y., about 4% miles. 

Florence Street Ry., Florence, Colo., 20 miles of double 
track road to be laid with 60-Ib. rails. 

Seattle-Tacoma Electric Ry., Tacoma, Wash., 
miles of double track. 

Concord & Clinton St. Ry., Concord, Mass., about 15 miles 
to be laid with 70-lb. T rails. 

Mountain Lake Electric R. R., Gloversville, N. Y., about 
1% miles of single track. c 

Millville Traction, Millville, N. J., 8 miles single track. 

Butler Passenger Railway, Butler, Pa. This company plans 
to build six miles of track. 

St. Louis & Suburban, St. Louis, Mo., 30 miles to be laid 
with 95-lb. girder rails, 60 ft. long. 

jungor-Hampden & Winterport Ry., 
double track. 

Akron & Cuyahoga Falls Rapid Transit, Akron, Ohio, 8 
miles. 

Los Angeles & DPasadena Electric, Pasadena, Cal., about 


San Francisco, 


about 40 


Bangor, Me., 10 miles 


12 miles. 

Krie Klectrie Motor Co., Erie, Pa., 4-mile extension is pro- 
posed during next two months, 

Wichita Railroad & Light Company, Wichita, Kan., con- 
tracts will be placed within 80 days for 5 miles of track. 

Liberty & Jeffersonville Blectrie R. R., Liberty, N. Y., 16 
tiles to be laid with GO-lb. T rails, on single track. 

Pittstield Electric Street R. R., Pittsfield, Mass., 12 miles, 
(Ib. To rails, and 24% miles heavy girder rail. 

Memphis Street Ry., Memphis, Tenn., 5 miles. 

St. Thomas Street Ry., St. Thomas, Ont., rails are wanted 
for an S-mile extension, 

Troy & New. England Ry., Troy, N. Y., 
for 5 miles of extension. 

Oskaloosa St. Ry. & Land Co., Oskaloosa, Iowa, contracts 
will soon be placed for between 6 and 15 miles of 45-Ib. T 


rails are wanted 


rails. 

Indianapolis & Martinsville Traction, contracts will be 
placed within two months for rails for 31 miles of road, 

Stroudsburg Passenger Railway, Stroudsburg, Pa., will ex- 
tend its lines about 144 miles and build a new power plant. 

Kast Side Electric Railway, Kansas City, Mo., will extend 
! miles during the next three months, and build an addi- 
tional car house. 

taltimore & Washington Transit Co., Washington, D. C., 
proposes to build 4 miles, and is contemplating building 28 
miles of double track. 

Alton Railway, Gas & Electric Co., Alton, IIL, 
plates extending to East Alton, Godfrey and Bethalto. 

La Crosse City Railway Co., La Crosse, Wis., will build 


contem- 


one-half mile during the year. 

Negaunee & Ishpenning Street Ry. & Electric Co., Ishpen- 
ning, Mich., will build one mile of track, and has under 
consideration 5 miles of new line. 

Grienville Light & Car Co., Grienville, Miss., expects to 
build 1% miles during the next six months., 

Augusta Railway & Electric Co., Augusta, Ga., 
12 miles of track, with heavy rails. 

Sioux City Traction Co., Sioux City, Ia., will build, within 


will build 


three months, a new car house. 

The Astoria Railway, Astoria, Ore., will build 2 miles and 
a new power station, 

Lancaster Traction Co., Lancaster, Ohio, will build about 
one-half mile, extending the Main street line, and rebuild 
about the same amount of track with new rail. 

Kl Paso & Juarez Avenue Street Ry. Co., El Paso, Tex., 
is considering changing into an electric line. 

City Street Ry. Co., Fremont, Neb., will build 10 miles 
and a power house. 

People’s Electric Ry., Sandusky, Ohio, has consolidated 
with the Sandusky, Milan & Norwalk Railway Co., and 
proposes to rebuild from Sandusky to Norwalk. 

Temple Street Cable Ry., Los Angeles, Cal., contemplates 
changing 3 miles of cable road to electricity. 

Newton Street Ry., Boston, Mass., is considering the build- 
ing of a power station in Waltham. 

Washington, Arlington & Falls Chureh Ry. Co., of Alex- 
andria, Va., expects to build one mile. 

Halifax Electric Tramway, Halifax, N. S., will build 2 
miles, 

Shreveport Belt Ry., 
of 45-b. girder rail with 70-Ib. T rail. 

Buffalo, Hamburg & Aurora Ry., Buffalo, N. Y., 
7 miles of road, 

Meriden, Southington & Compunce Tramway Co., Meriden, 
Conn, will build 28 miles. A new car house will be built, 
and an extension will be built to the power house. 

onda, Johnstown & Gloversville R. R., Gloversville, N. Y., 
will extend about 4 miles, and build a power plant. 

Atlanta Rapid Transit, Atlanta, Ga., will build 14 miles 
and an addition to car house, 

Sarnia Street Ry., Ltd., Sarnia, Ont., 


> 


during the next three months for 3 miles of road, rails and 


Shreveport, La., will replace a mile 


will build 


will place contracts 


other equipment, 

Worcester & Blackstone Valley Street Ry., Worcester, 
Mass., is in the market for equipment of a power plant. 

Union Blectric Co., Dubuque, Ia., expects to place con- 
tracts for considerable reconstruction work in 6 months. 

Carbon County Electric, Mauch Chunk, Pa., will build 138 
miles and a car house, 

Oakwood Street Ry., 
about 1144 miles of new line. 

Urbana, Mechanicsburg & Columbus Electric Ry., 
bus, Ohie, expects to place contracts in six months for 58 
niles of track, new car house, power stations, ete. 
Metropolitan West Side Elevated, Chicago, Ill, will build 
» Miles of extensions, and will require additional equip- 


Dayton, Ohio, contemplates building 


Colum- 


o1 
Hhents, 

Keokuk Electric Railway, Keokuk, Iowa, will need ma- 
terial of all kinds, and will commence work on rebuilding 


early in the spring. 


New Brooklyn Freight Yards of the Long Island. 


Island Railroad has bought several blocks of 
The plot 


The Long 
land for a freight yard in eastern Brooklyn. 


extends from a point just south of East New York, 
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along the west side of the New York & Manhattan 
Beach line for several blocks to a point near where the 
Rockaway branch joins the Manhattan Beach line. It 
is proposed to make this yard a distributing point prin- 
cipally for coal and lumber. Cars will be landed from 
the Upper Bay at the Sixty-fifth street station, Brook- 
lyn, on the New York & Manhattan Beach, from which 
there is a direct line to the new yard. The yard is not 
far from the Flatbush avenue station, which, if present 
plans go through, will be the terminus of the Long 
Island’s tunnel line from Manhattan Island. Bushwick 
station, which is also not far away, is to be the ter- 
minus of the New York Connecting line now building 
to connect the Long Island road with the New York 
Central & Hudson River. Plans are being prepared for 
work on the yards, but building will not be begun until 


spring opens. 

Blinders on Automatic Signals. 
The shields on the back side of automatic disk signals 
on the Worcester Division of the New York, New 
Haven Hartford are being abandoned. All of the 
signals on this division (about 40 miles) are being re- 
placed by another design of disk signal and frame, 
which has no shield; and it appears that the advantage 
derived from the shields, which have been in use about 
six months, is not deemed sufficient to warrant chang- 
ing the construction of the new signals so as to con- 
tinue them. It is said that the enginemen looked upon 
the shields as a convenience, when running in the op- 
posite direction at night, as in some cases they would 
hide a light which otherwise might be mistaken for a 
signal governing the track on which the engineman was 
running; but this convenience is not of sufficient conse- 
quence to be classed as a necessity. 

Pennsylvania Steel Company. 
An officer of the Pennsylvania Steel Co. says that a 
majority of the shareholders have assented to the plan 
for the formation of a new company. The property 
owned by the Pennsylvania Steel and the Maryland 
Steel companies will be taken over by a new company 
to be called the Pennsylvania Steel Co., incorporated 
under the laws of New Jersey, with a capital stock of 
$25,000,000, in 7 per. cent. non-cumulative preferred 
shares, and $25,000,000 common stock. It is proposed 
to issue $16,500,000 preferred and $10,750,000 common 
stock, for which the plants at Steelton and at Sparrows 
Point will be transferred to the new company, subject 
to the existing bonded debt. Shareholders have until 
March 15 to file consent, and their stock with the Girard 
Trust Co., trustee. 

New York Central Contracts. 
The New York Central & Hudson River Railroad has 
just let a number of large contracts. The contract for 
the engine house work at West Albany is let to W. J. 
Gillett of Syracuse, N. Y. The work includes two 30- 
stall engine houses with turn-table pits, office building, 
shop building, water and steam piping, and a two-track 
25 pocket coal trestle, the work to be completed July 15, 
1901. This contract, together with additional work not 
yet awarded, will aggregate in cost $220,000. 

The company has also just awarded a contract to 
Burke Brothers of Scranton, Pa., for the grading and 
masonry work for the double track on the Pennsyivania 
Division, between Jersey Shore and Newberry Junction, 
Pa. A contract for over one mile of bulkheads and three 
large piers on the Hudson River at Weehawken, N. J., 
have been let to Henry Steers, Jr., of New York city. 

The contract for the Syracuse coaling plant contract 
has not yet been let. 


Southern Car & Foundry Company. 

The general offices of the Southern Car & Foundry Co. 
have been moved from Gadsden, Ala., to Birmingham. 
The headquarters of those moved are: President, J. M. 
Eliot; Auditor, C. E. Conner; General Manager, C. W. 
Prosser, and Treasurer, W. Brockway. A site has 
been laid out for the new steel car works to be built 
at Ensley, which are expected to be in operation next 
fall. 

The President of the Pressed Steel Car Co. 
Charles T. Schoen, one of the founders of the Pressed 
Steel Car Co., has resigned as President, and is suc- 
ceeded by F. N. Hoffstot, heretofore President of the 
Clinton Iron & Steel Co. Mr. Schoen will remain in 
the company’s service as Chairman of the Board of Di- 
rectors, 

Mechanical Filtration Patent. 
The House Committee on Patents decided on Jan, 28 by 
a vote of 6 to 2 to indefinitely postpone consideration 
of the extension of the Hyatt patent covering the use 
of a coagulant in mechanical filtration. The patent ex- 
pires in February, and it is said that at the numerous 
hearings given in committee, the extension was opposed 
by over 250 cities and towns which are using the patent, 
including Cincinnati and other cities proposing mechan- 
ical filtration on a large seale. 


THE SCRAP HEAP. 


Notes. 

The Lackawanna road has introduced an innovation in 
its eating service on some of its express trains. The 
coach nearest the buffet parlor car on each train which 
does not have a dining car is fitted up with four tables, 
with a special waiter in charge, in order to give passen- 
gers in the day cars the advantage of the buffet serv- 
ice Without having to pay for a seat in the parlor car. 
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The 16 employees of the Delaware, Lackawanna & 
Western who recently went to Chicago to take a course 
of lessons in the air-brake room of the International 
Correspondence Schools, were enginemen, firemen, con- 
ductors and trainmen (brakemen), four of each class. 
These men, who had already begun taking courses of 
correspondence lessons from the school, went to Chicago 
at the invitation of the School, the purpose being to 
enable the men to complete their studies in the several 
lines in shorter time than would otherwise be possible 
and thus give a good start to the general work of the 
school among other employees of the road. The men, 
while in Chicago, attended three lectures daily—morn- 
ing, afternoon and evening. Eight of the men stayed 
there two weeks and the other eight three weeks. The 
International Correspondence Schools now have a 
course of instruction in train rules which goes with 
the course in locomotive running and the course of 
trainmen. The Standard Code of the American Rail- 
way Association is the basis of the instruction in this 
department. 


Traffic Notes. 

The number of passengers going to the Southwest 
from Chicago in home seekers’ excursions this year is 
larger than in any other year since 1893. Most of these 
people come from Wisconsin and Iowa. 


The Attorney-General of Texas has filed a suit against 
the Texas Midland for penalties aggregating $180,000 
for violation of the rules prescribed by a State Rail- 
road Commission as to where cotton should be com- 
pressed. 

The Southern Pacific and its connections are making 
very low “settlers’ rates” to California on one day of 
each week, the rate from Omaha being $25 », Chicago $30 
and from New Orleans $27.50. These pee sect will 
be run once a week until the end of April. 


The Secretary of War announces that in the letting of 
contracts for the transportation of troops and supplies 
the Government will hereafter give preference to bond- 
aided roads. The passenger agents interpret this to 
mean that in sending troops to the Pacific Coast the 
Central Pacific will be favored. 

Commissioner E, 8. Tompkins, of the St. Louis Traffic 
Bureau, in his annual review of the work of the bureau 
for the past year, says many of the advances in rates 
made by changes in the classification have been made 
without regard to the effect it would have on shippers’ 
business. While the Western Classification Committee 
gives the shipper notice of contemplated changes, the 
Official and Southern Classification Committees make 
the changes without giving the shipper a hearing, and 
notice reaches him often in the same week the change is 
effective, although business reasons may cause him to 
make sales 60 or 90 days before shipment. If he has 
sold at a delivered price these changes often result in 
his having a loss instead of a profit. This presents a 
strong argument for national classification. . . . The 
extremely low rates by lake and rail from Chicago to 
the Atlantic seaboard have prevented grain for export 
moving via St. Louis. There is great need of a line 
of boats from St. Louis to New Orleans. The steel 
barges which were finished late in October will no doubt 
demonstrate that they can meet the lake competition. 


National Board of Trade. 

The National Board of Trade, at a convention in 
Washington last week, discussed the pending amend- 
ments to the Interstate Commerce law. <A report was 
adopted in favor of the Cullom bill, giving to the Inter- 
state Commerce Commission the power to fix rates after 
investigation and hearing; but there was added a provi- 
sion recommending the legalization of reasonable traffic 
agreements among the roads. A strong speech was made 
by a St. Louis member against giving the rate-making 
power to the Commission and insisting that rates should 
be subject to review by the courts. F. B. Thurber, chair- 
man of this committee for the past four years, was in- 
clined to take the same view. He declined re-election as 
chairman, but remains a member of the Committee on 
Transportation. Wiliiam P. Triekeftt, of the Kansas 
City Transportation Bureau, was made chairman for 
the coming year. A motion by Mr. Thurber was adopted, 
that if the Cullom bill should not be passed at the present 
session of Congress, the committee should confer with the 
railroads as to proper: legislation to be presented to the 
next Congress. 

The St. Louis member referred to was Judge EK. A. 
Noonan, representing the St. Louis Manufacturers’ As- 
sociation. He attacked particularly section 15. which 
gives a rate-making power, and inveighed against what 
he termed the imperialistic spirit of that section. He 
held that it was legitimate to prescribe that a rate shall 
be reasonable and then leave it to courts to determine 
what is not reasonable. “The construction of the words 
reasonable and unreasonable in our laws belongs to our 
courts. This basie right to construe can not be dele- 
gated. No commission can assume it. To clothe such a 
hody with this power would be to garb it in the judicial 
ermine. The Cullom bill seeks to do this. It should not 
be permitted. The unreasonable in all time has sought 
to encroach upon the domain of the reasonable. The 
powers sought to be conferred by the Cullom bill are 
imperial. 


New York Rapid Transit. 

The New York Rapid Transit Commissioners have ap- 
proved the plans for the extension of the underground 
railroad from the Post-office via Broadway to State 
street, thence under the East River to Joralemon street, 
Brooklyn; thence to City Hall square, Brooklyn. 


Compressed Air Company of Ohio. 

At a meeting held in this city of the directors of the 
Compressed Air Company of Ohio, a subsidiary company 
of the Compressed Air Company of New York, the fol- 
lowing officers were elected: M. E. Ingalls. President : 
J. D. Ellison, ‘Vice-President: Samuel McClure, Treas- 
urer; and W. D. Brickell, Secretary. Among the Di- 
rectors of this company are Perry F. Heath, Myron T. 
Herrick and John R. McLean. 

Companies have been organized in Illinois and Massa- 
chusetts and one is being organized in Missouri. 


Some American Chévaliers. 

Among the list of those upon whom decorations of the 
Legion of Honor were bestowed in connection with the 
Paris Exposition are the following: J. Pierpont Morgan, 
J. W. Duntley, President of the Chicago Pneumatic 
Tool Company: Thomas B. Egan, President of the J. A. 
‘ay & Egan Company; Alexander Gordon, of the Niles 
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Tool Works; Carl Hering, Henry M. Howe, Charles 
Miller, of the Standard Oil Company; Charles A. Moore, 
of Manning, Maxwell & Moore; Charles T. Schoen, 
I'resident of the Pressed ‘Steel Car Company, and 
George Westinghouse, President of the Westinghouse 
companies, 

Motors for Madagascar. 

Consul gr reports from Tamatave, Dec. 3, 1900, 
that Mr. E. Cayeux, a sawmill owner of that city, in- 
vites correspondence in regard to liquid-air motors. Cor- 
respondence may be conducted in the HNnglish language. 
Anthracite Coal for the Year. 

Anthracite coal shipments last year amounted to 45,- 
107,484 tons, as against 47,665,204 tons in 1899. The 
following table shows the amount each company carried 
and whether more or less than its quota: 


Excess of 





Gross tons. quota. 
Philadelphia & Reading............... 9,388,516 91,482 
EGUG VANEG occ cwcmseeesvacesaceesies 6,909,442 *149,879 
Central Railroad ‘of New A 5,309,856 32,280 
Delaware, Lackawanna & Western.... 6,014,849 *8,000 
Delaware & Hudson..................- 3,973,859 *356,460 
Pennsylvania Railroad 5,169,947 27,694 
Pennsylvania. COal ssncscccickcenneswes 2'090,153 285,854 
Tren err rere ee 1,741,066 *63,230 
New York, ‘Ontario & Western 1,658,457 260,125 
Ry Oe et Wa oareis pio Ga tre sake eca mac emma nas 1,568,488 *10, 274 
New York, Susquehanna & Western... 1,333,848 710,502 





SOtak FO ic sick Ce ween es 45,107,484 


*Less than quota. 


Technical Schools. 

Purdue University—Won. Charles A. Prouty, of Wash- 
ington, D. C., member of the Interstate Commerce Com- 
mission, delivered, on Jan. 21, an address besore the En- 
gineering students of Purdue University. His subject was 
“The lkailroads and the Veople.” 


Washington University, St. Louis.—Work on the new 


buildings for this University, the plans tor which were 
described in the Railroad Gazette some time ago, is pro- 


Oct. ZO, 1800, the cornerstone of Busch 
This building, for the Department of 
gift of Mr. Adolphus Busch, of St. 
tous, and will cost about s100,000. It is 291 ft. long 
and about GO ft. wide, two stories high on the north 
front and three stories on the south front, and will con- 
tain the necessary laboratories, etc., beside lecture rooms, 
library, museums, offices, rooms for ‘researc h work, and an 


giressing rapidly. 
Ylall was taid. 
Chemistry, is the 


assay laboratory. On Noy. 3, 1900, the cornerstone of 
University Hall was laid, the address being made by Col. 


George EK. Leighton, who has been for many years a mem- 
her of the Board of Directors. This building is the gift 
of Mr. Robert D. Brookings, of St. Louis, and will cost 
about $200,000. The main building is 261 ft. long and 
51 ft. wide, and there are two wings each 119 ft. long x 
32 ft. wide. These two buildings are the first of many 
which the University will build. 


An Opinion Against the Chicago Drainage Channel. 


Last Monday the United States Supreme Court gave 
un opinion in the case of the Chicago Drainage Channel 
overruling demurrers filed by the state of Illinois and 
the Sanitary District Board. ‘The proceeding was 
brought by the state of Missouri to prevent the use of 
the canal because of pollution of the water supply of 
St. Louis. The opinion was by Justice Shiras, the Chief 
Justice and Justices Harlan and White dissenting. The 
demurrers appear to have turned on the points whether 
the state of Missouri and the state of Illinois were 
proper parties to the suit brought and whether, if the 
allegations of the bill do present a proper controversy 
for ‘this Court, they are sufficient to entitle the state of 
Missouri to the relief prayed for. Justice Shiras says 
that if the complaint is true an adequate remedy can 
only be found in the Supreme Court at the suit of the 
state of Missouri. If the health and comfort of the in- 
habitants of the state are threatened, the state is the 
proper party to defend them. The health and comfort 
of large communities on the Mississippi River are not 
alone concerned, but contagious and typhoidal diseases 
may spread themselves throughout the territory of the 
state. The relief prayed for was not merely against 
the creation of a nuisance, but also against its main- 
tenance. The demurrers are overruled ‘and the defend- 
ant has leave to file answers to the bill. The dissenting 
opinion read by Chief Justice Fuller held that the juris- 
diction of the Supreme Court should not be invoked 
and that it was difficult to conceive what decree could 
be entered in this case which would bind the state of 
[linois or control its action. In his opinion the de- 
murrers should be sustained and the bill dismissed 
without prejudice to a further application as against the 
Sanitary District. Counsel for the defendants in speak- 
ing of the opinion said that this now brings the case 
to a point where it will have to be tried on its merits. 


Vibrations From an Underground Road. 

On the invitation of the Central London Railway Com- 
pany and a committee representing the owners of houses 
in the vicinity thereof, the Board of Trade have ap- 
pointed a committee, consisting of Lord Rayleigh, F.R.S., 
chairman; Sir John Wolfe Barry, K.C.B., F.R.S., and 
Prof. Ewing, F.R.S., to consider to what extent the work- 
ing of the tre uffic on the Central London Railway pro- 
duces vibration in the adjacent buildings and what alter- 
ations in the conditions of such working or in structure 

can be devised to remedy the same and to report to the 
Board of Trade. 

Residents in Paddington who considered themselves 
likely to be affected by the proposals of the West and 
South London Junction Electric Railway have passed a 
resolution to the effect that, considering the serious dan- 
ger and great annoyance caused by the Central London 
Railway, no new bill affecting this district should be 
allowed to pass for the construction of a similar railroad 
until further experience has been obtained as to the 
effect of underground electric railroads on surface prop- 
erty, and what alterations in the condition of working 
or in structure can be devised to remedy the annoyance 
and vibration arising therefrom, and that in any case a 
proper clause should be inserted for providing compensa- 
tion for damage. 


The Trans-Siberian Railroad. 

The Trans-Siberian Railroad authorities have had a 
great deal of trouble with Lake Baikal. The lake is 
thout 65 miles wide, very deep, and exceedingly stormy 
the greater part of the year. The banks are very m: urshy 
for a long distance from the water line to the hard sur- 
face, At present they have large ice-breaking steamers 
of the American system. It sometimes happens that 
passengers and cars cannot be landed on the other side, 
in consequence of the storms on the lake, and are kept 
on board of the steamers from 25 to 40 hours at a time. 
At present, they have finished the surveying of two 
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Kroogo-Baikal lines. The word “kroogo” means “cir- 
cuit.” One of these lines has been selected and will no 
doubt be built in the near future. ‘This will run by way 
of Olchy and Toogoontchili, thus avoiding a number of 
tunnels, so that in the whole distance from Irkutsk to 
Kooltooga it will only be necessary to build two tunnels, 
each 1,120 ft. long. By this means, several million rubles 
will be saved which were expected to be expended in 
the construction of the line around the lake. Engineers 
believe that if the selected line is again carefully looked 
over even the two tunnels can be avoided, and in this 
case there will be no underground excavations to be 
made on this section Consular Reports. 


Eclipse Expedition. 

Preparations are being made by the Naval Observatory 
at Washington for an expedition to Dutch Sumatra to 
study the total eclipse of the sun on May 18 next, and a 
bill appropriating $10,000 for the expenses of the expe- 
dition has been passed by the House. Prof. Skinner, of 
the Naval Observatory, will have the direction of the 
party, which will include four members of the Observa- 
tory staff, and Prof. Barnard, of Yerkes Observatory, 
Chicago; Humphrey, of the University of Virginia; Ab- 
bott, of the Smithsonian; Mitchell, of Columbia, and Gil- 
bert, of Johns Hopkins. 


The Tehuantepec Railway. 

In a letter to the London Times Sir Weetman Pearson 
tells something about the Tehuantepec Railway across 
the Isthmus of Mexico and says: “While years of futile 
endeavor and millions of capital have been expended in 
the hitherto abortive Panama scheme, and while the 
Nicaragua Canal proposal, with its estimated expendi- 
ture of £30,000,000, is still in embryo, we are within 
measurable distance of the completion of a cheap and 
practical pathway for the commerce between the Atlantic 
and the Pacific Oceans. By a contract recently entered 
into by the Mexican Government and mv firm, we have 
become lessees for a period of 50 years of the Tehuantepec 
National Railway, from Coatzacoaleos. on the Mexican 
Gulf, to Salina Cruz, on the Pacific Coast. This rail- 
way, which is about 190 miles in length and crosses 
Mexico at its narrowest point, was built some years 
since by the Mexican Government; but was without term- 
inal facilities for shipping. Harbors are now in course of 
construction which will give anchorage to the largest 
vessels in the merchant service; the quays and wharves 
will be fitted with the most modern machinery and ap- 
pliances for the loading and discharging of vessels: the 
railway itself is being practically reconstructed to fit it 
for heavy traffic, and at an outlay of from two to three 
millions sterling, provided by the Mexican Government, 
and within a period of three to four vears. the Téhuante- 
pec route will be in a position to carry the whole trade 
between the two oceans. Merchandise discharged at one 
port will, within 24 hours, be alongside the vessel at 
the other port. at a cost not exceeding 10s. to 12s. per ton, 
including all harbor and railway charges. But it must 
not be forgotten, that whilst this route will so largely 
reduce the mileage from Great Britain to the west coasts 
of North and South America, and to China and Japan, 
vet, the advantage of such routes is in a more marked 
degree to the advantage of America.” 





Some of the Uses of a Legislature. 

Messrs. Hambleton & Co., of Baltimore, always find 
something interesting to say in their weekly circular. 
This week they suggest a sermon on the text that “the 
assembling of our Legislature is always a signal for a 
decline in values.” Unfortunately, this is sometimes true 
of other legislatures than that of Maryland. 


American Rails for the Great Eastern (England). 

It appears that the Great Eastern has recently or- 
dered a quantity of rails and fish-plates from the Car- 
negie Steel Company. Sir Howard Vincent wrote to the 
Chairman of the Great Eastern to ask if the report 
were true, and Lord Claud Hamilton replied in the af- 
firmative and added: 

Our reasons for taking such a course are the obligations we 
are under to maintain our road in a high state of efficiency, 
and thus to provide for the safety of the traveling public. 
We have had during the past two years two contracts run- 
ning for rails and chairs with one of the leading rail com- 
panies in England, and the final deliveries of the first con- 
tract were eleven months in arrear, whilst of the 
second we have not yet received a single rail, and it shows a 
deficiency of 9.000 tons, and this in spite of the most strenu- 
ous and continuous exertions on our part to insure punctu- 
ality in delivery. The consequence has been that our engi- 
neer has been seriously impeded in his work, and the neces- 
sary relaying of portions of our road have been unavoidably 
delayed. We had therefore no option but to go to where we 
knew we could rely upon good material and prompt delivery, 
and that at a price below what we should have been com- 
pelled to pay in England. I think you will admit that our 
action has been warranted under the circumstances. 

The publication of Lord Claud Hamilton’s side speed- 
ily brought to light the fact that British rail makers 
were in want of work, and could have turned out the 
Great Eastern order in a shorter time than the Ameri- 
eans have undertaken to deliver in, and at a lower price, 
too, not one of them was even asked to tender. The 
treat Eastern Railway Company has a perfect right to 
buv its rails in America, but we do not think any one 
will agree with Lord Claud Hamilton “that their action 
has been warranted under the circumstances.” More- 
over, his letter will be used for all it is worth by foreign 
manufacturers, and we do not see how the Great Fast- 
ern is to be benefited by thus discrediting British manu- 
facturers.—Railray FEnqineer. 


The Energy of the Universe. 

The learned and pervasive Mr. Cope Whitehouse has 
again come forward with a brand new theory of the uni- 
versal source of energy. He says “electricity is the 
primal source of heat and light. All light and heat are 
generated by the earth itself. No force is required for 
the generation of light and heat except the disturbance 
due to the rotation of magnetic masses (the planets). 
The finger of God set the planets spinning. Whether 
from inertia they keep moving or whether the same fin- 
ger of God from time to time gives fresh impulse, or 
some other force supplies that impulse, transcends the 
limit of human knowledge.” We venture to say that 
10 years from now Mr. Whitehouse will stand amazed 
at his own moderation. Why does he admit that this 
question transcends the limit of his knowledge? Con- 
tinuing, he says: “Hitherto it has been considered neces- 
sary to treat the sun as a vast center of combustion, 
sending out its light and heat rays into space. If the 
sun be considered as a large mass of matter turning on 
its axis then the disturbance set up by the varying elec- 
trical distance between the earth and the sun arising 
from their respective protuberances and depressions 
would create an electric current. If we suppose that a 
vibratory ray nasses through the earth its interior may 
well be in a stage of ineandescence, although no com- 
bustion is conceivable.” We need go no further. Prob- 
ably these quotations will give as clear a notion of this 
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revolutionary theory as we shall ever get. Of course, 
it would be impertinent to suggest that possibly Mr. 
Whitehouse has got the cart before the horse.  Inci- 
dentally, we venture to eall his attention to one small 
error. He suggests that Cleopatra used a_ peacock 
feather screen to protect her cheek from “the same orb 
which tans but does not burn the cheek of the tourist on 
the banks of the Nile.’”” We know at least one man who 
spent nearly five years on the banks of the Nile whose 
nose never ceased to peel in those five years, and he did 
not get much tanned, either. 


A Plain Tale From the Hills [via Chicago]. 


“Absolutely unique in the history of railroading are the 
cowboy switchmen of Southern Chicago. With the in- 
troduction of automatic couplers and the present use of 
double-headed trains of 50 cars in length it was dis- 
covered that men on horseback could couple up trains 
much quicker than those on foot. This unique method 
a is been tried with success in Walsenburg _ Trinidad, 

Colo. Here are coal mines and hundreds of ‘ars a day 
were handled formerly by footsore calene., who 
trudged many miles coupling trains. One day a cow- 
boy dashed up and watched the switechmen at work. 
With a grunt he urged his pony across the tracks,.rode 
fearlessly between the cars, arranged the coupler, then 
backed out and gave the signal for the engineer to back 
up. The coupting was made, and then the cowboy 
dashed further up the track, uncoupled another portion 
of the train, and in various ways performed the work 
of the regular switchman in half the time it would have 
taken him to do it. Three brothers named Berry learned 
the duties of switchmen, and then introduced their 
ponies, These animals had a special training and were 
taught not to balk at the cars, never to stand on the 
tracks, and to follow their owner along the train, should 
he climb on the car to set brakes.” 

Ve are amazed at the moderation of the reporter: he 
should have trained the ponies to climb on the cars, too. 


LOCOMOTIVE BUILDING. 


Hriec is in the market for 10 en- 


The 
gines, 
The Missouri, Nansas & 
from 10 to 15 locomotives. 


Wheeling & Lake 


Teras js in the market for 

The Grand Trunk will build 12 engines at its Point St. 
Charles shops. 

The Kansas City, Mexico & Oricut will soon be in the 
market for locomotives. 

The Rio Grande Western is having five engines built 
by the Baldwin Locomotive Works. 

The Guatemala Central is having four 
built by the Baldwin Locomotive Works. 

The Arizona & Southeastern is having one engine built 
by the Schenectady Locomotive Works. 


locomotives 


The St. Louis. Troy & Eastern is having one locomotive 
built by the Richmond Locomotive Works. 

The Chicago, Milwaukee w St. Paul, press 
state, will be in the market for 47 locomotives. 

The Richmond, Fredericksburg & Potomac is having 
two engines built by the Baldwin Locomotive Works. 


reports 


The Atchison, Topeka & Santa Fe has ordered 50 loco- 
motives of various types from the Baldwin Locomotive 


Works. 


The Chicago, Burlington & Quincy has ordered 20 lo- 
comotives from the Baldwin Locomotive Works and is 
building 10 at its Burlington shops. 


The Northern Pacific has contracted with the Schenec- 
tady Locomotive Works for 25 engines, 20 of which will 
be switching engines and the balance for freight and pas 
senger service. This is in addition to the order for 50 
reported in our issue of Dec. 7, 1900. 


The Louisville & Nashville order with the International 
Power Co., mentioned in our issue of Jan. 4, calls for 
10 simple ’ consolidation and five 10-wheel Sccmaadatien 
The consolidation engines will weigh 160,000 Ibs. with 
143,000 Ibs. on the drivers; will have 21-in. x 26-in. cyl- 
inders, 51-in. driving wheels, Belpaire boilers with a 
working steam pressure of 180 Ibs., and 224 tubes 21 
in. in diam. and 14 ft. long, fire-boxes 9 ft. long and 3 
't. 4 in. wide, and a tender capacity for 5,000 gals. of 
water and 10 tons of coal. The ten-wheelers will weigh 


150,000 Ibs. with 115,000 Ibs. on the drivers, will have 
20-in. x 26-in. cylinders, 67-in. driving wheels, Belpaire 
boilers with a working steam pressure of 180 Ibs., 274 


tubes 2 in. in diam. and 13 ft. 3 in. long, fire-boxes 10 ft. 


long and 2 ft. 9% in. wide, and a tender capacity for 
5,000 gals. of water and 10 tons of coal. The special 
equipment for all includes: New York air-brakes, Car- 


bon Steel Co. nickle axles, Sterlingworth brake- beams, 
Monitor injectors, U. S. Metallic packing, Coale safety 
valves, A. French springs. Minor draft riggings on tenders 
and Leed’s pilots. 


CAR BUILDING. 


The Pullman Co. is building 23 cars for general service. 


The American Cereal Co. has asked bids on 500 box 
cars. 

The Louisville & Nashville has asked prices on 250 box 
cars, 

The Pennsylrania, it is reported, will order more 


freight cars. 

The Chicago & Grand Trunk is reported in the market 
for freight cars. 

The Baltimore & Ohio is reported to have asked bids on 
1,000 to 1,500 cars. 
_ The American Trading Co. 
freight cars for export. 

The Indiana, Illinois & Iowa is in the market 
cars of 80,000 Ibs. capacity. 

The Chicago & Alton is preparing specifications for a 
large number of freight cars. 

The Wheeling & Lake Erie is in the market 
500 to 1,500 cars of 80,000 Ibs. capacity. 


has ordered a number of 


for 500 


for from 
The Chicago, Burlington & Quincy is in the market for 
about 1,000 stock and 500 gondola cars. 


The American Sugur Refining Co. is reported to be con- 
templating ordering about 300 box cars. 





86 


The Chicago, Milwaukee & St. Paul has ordered 50 bal- 
last cars from the Rodger Ballast Car Co. 


The American Car & F'dy. Co, has received an order for 
100 refrigerator cars from a private car line. 
The Missouri, Kansas & Teras is reported to have or- 


dered 2,000 cars from the American Car & Fdy. Co. 


The Nashville, Chattanooga & St. Louis will not at 
present order the passenger cars for which it has asked 
bids. 

The Delaware, Lackawanna & Western has placed an 
order with the Barney & Smith Car Co. for 15 passenger 
CAT'S, 

The Pittsburgh Coal Co. has ordered 500 coal cars 


of 80,000 Ibs. capacity from the Illinois Car & Equipment 


Co., and 500 of the same kind from the Pressed Steel 
Car Co. 
The Toledo, Peoria & Western order with the Pullman 


combination passenger and baggage cars, 
referred to recently, calls for March delivery. They will 
measure GO ft. long and be equipped with Westinghouse 
brakes and the Gold combination system of steam heat. 


The Chicago, Rock Island & Pacific has ordered 500 
hox cars of GO,000 Ibs. capacity from Pullman, as noted 
in our issve of Jan. 25. These cars are for May delivery. 
They will be 34 ft. long and equipped with Sterlingworth 
brake-beams, Westinghouse air-brakes, Janney couplers, 
MeCord journal boxes and Murphy roofs. 


Co., for two 


The Pressed. Steel Car Company lately got an order 
from the Rand Mines, Ltd., for 167 pressed steel hopper 
gondola coal cars, of 6GO,000 Ibs, capacity. On Jan. 28 


the first consignment of 30 cars was lying alongside the 
steamer “Elleric’ in Jersey City. Thirty more of the 
cars were shipped to Jersey City Jan. 29, and by Feb. 4 
the remaining 107 cars will be on the dock. 


The Northern Pacific Was ordered 3,000 box, 800 flat 
and 450 coal cars from the American Car & Foundry Co. 
The special equipment includes Chicago-Cleveland roofs, 
Dunham doors with Security protection strips on the box 
American steel bolsters and Sterlingworth brake- 
beams. These cars will be built at the Detroit shops and 
are for Sept. 1 delivery. The road has also asked bids on 
PAO stock cars. 

The 
cars for 
as follows: 
cars, eight 
baggage cars, 


cars, 


Rock Island & Pacific has ordered 31 
service from the Pullman Co., divided 
60 ft. chair cars, two 70 ft. dining 
6 baggage and mail cars, and four 
all for October delivery. The special equip- 
ment ineludes National-Hollow brake-beams, Westing- 
house brakes, Janney couplers, Safety heating system, 
McCord journal boxes, Pintsch light, Standard steel plat- 
forms, Scarritt seats and McKee-Fuller wheels. 


Chicago, 

passenger 
Eleven 

coaches, 


BRIDGE BUILDING. 


ALLEGHENY, Pa.—The Shady avenue bridge, reported 
in this column last week, will be about 700 ft. long and 
nO ft. wide. We are told that bids will be wanted 
some time next spring by Robert McAfee, Director of 
the Department of Publie Works. ‘he bridge will 
cross Woods Run, Woods Run avenue and Lecky ave- 

connecting Geyer avenue and Shady ‘avenue, Plans 


nue, 
are now being made for a structure to cost $65,000. G. 
(. Langenheim, Superintendent, Bureau of Engineer- 
ing and Surveys. 

BALTIMORE, Mp.-—A committee has been appointed by 
the City Council to consult with the Baltimore & Ohio 
R. R., in regard to abolishing grade crossings in Balti- 
more. 

Jan. 


Boston, MAss.—The following bids were received 
19 by City Engineer Wim. Jackson for a steel draw for 
the new Malden bridge over Mystic River, Charlestown: 
Canton Bridge Co., $16,650; American Bridge Co. $15 ,- 
6543; Toledo Bridge Co., $15,800; The King Bridge Co. 
$16,213; HKastern Bridge & Structural Co., $15,920; 


New England Structural 


Boston Bridge Works, $16 900; 
Bullard & Co., Boston, 


Co., $15,200 (awarded); G. DP. 
S16,S48. 
A bill is before the Legislature ap- 


BUFFALO, N. Y. 


propriating $25,000) for the proposed bridge over the 
Clark & Skinner Canal at Ohio street. Another bill is 


Legislature making an appropriation for a 
the canal at the Grand Island ferry. 

York Central is reported to have agreed to 
of the cost of removing the grade cross- 


hefore the 
bridge over 

The New 
pay GO per cent. 


ings on the Belt Line. Bridges will be built at Amherst 
street, Main street, Delavan avenue, Leroy avenue and 
Jewett avenue, 


the Erie R. R. is ready to build an 


Louisiana street. 


li is stated that 
overhead crossing in 

CANAJOHARIE, N. Y.—It is proposed to build a riveted 
truss bridge, on stone piers, over the Mohawk River to 
replace the one recently destroyed. The spans will be of 
the following lengths: 184, 145, 112 and 110 ft. F. L. 
Burton, Town Clerk. 

Carasauqua, Pa.—The Catasauqua Bridge & Termi- 
nal Co. proposes to begin work early in the spring on its 
proposed railroad bridge over the Lehigh Valley, Central 
Kt. R. of New Jersey, and the Lehigh River, to replace the 
old Bridge street bridge. 

House on Jan. 28 ex- 
across the Missouri 
the Chicago, 


CHAMBERLAIN, S. DAk.—The 
tended the time for building a bridge 
River between Tacoma and Chamberlain by 
Sioux Falls & Pacific to Jan. 28, 1902. 


The lowest bids reported received 
Liberty street viaducts were by the 
at $23,479, and L. P. Hazen & Co., 


CINCINNATI, Ouro. 
for the EFighth and 
Br: ae kett Bridge Co., 
at & e3S.S837. 

Coto. The Villa Park & Barnum Improve- 
has been organized to have a viaduct built 
at a cost of about 850,000. 

Hartford & Florida R. 


bridges. 


DENVER, 
ment Society 
across the Platte River, 
ALA.——The 
R., J. P. Pelham, President, 

MVANSVILLE, INbD.-—According to report, the 
sioners have adopted plans and specifications for 
small iron bridges for which bids are wanted Feb. 18. 

1 


DOTHAN, Dothan, 
wants five 
Commis- 
nine 


C. Barlow, President of the Evansville & Terre 
is reported as stating that a steel bridge 


Haute R. R., 
his company, which will cost about 


will be wanted by 
S25,000, 

Private subscriptions have been 
the viaduct on Third street over 
Rock Island & Pacifie and the M. & St. I. 
Soldier Creek in the northern part of the 
It will cost between $10,000 and $15,000, 


Fort DopGk, Towa. 


made toward building 
the Chicago, 
R. Ls and over 
city. 
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GENEVA Co., ALA.—A bill authorizing the Chattahoo- 
chee & Gulf R. R. to build a bridge across the Chocta- 
watchee River in Geneva Co., Ala., was passed by the 
House on Jan. 28. 


INDIANAPOLIS, IND.——Bids are wanted Feb. 11, accord- 
ing to report, for a bridge over White River, about hair 
a mile west of Broad Ripple ; also for the superstructu.+ 
of a steel bridge over Big Eagle Creek on the Crawfords- 
ville gravel road. Harry B. Smith, County Auditor; 
James KE. Greer, Chairman of the Board. (Nov. 20, 
1900, p. 800.) 

The Indianapolis & Martinsville Traction Co. will 
place contracts within the next two months for 31 miles 
of road and five bridges. 

Kan.—-The Missouri Pacific has under 


improvements in its yards at 
require a steel bridge across 


IKKANSAS CITY, 
consideration extensive 
Kansas City, Kan., which 
the Kaw River. 

Laport, INp.—An appropriation of $15,000 has been 
made by the County Council for bridges for which bids 
will be wanted at the February meeting. Henry Wilhelm, 
President. 

LESTERSHIRE, N. Y.—-The Delaware, Lackawanna «& 
Western will build a new bridge over the tracks on Main 
street. 

Macon, GA.-—An election will be held Feb. 
on an issue of $70,000 bridge bonds. 

MicuIGgAN Curry, INp.—An appropriation has been 
made for a drawbridge on Second street over the harbor. 
Harry M. Miles, City Engineer. 

Mites Crry, Mont.—The County Clerk, according to 
report, will receive bids until March 4 for a steel bridge 
across Tongue River. 

MOo.INE, ILL.—The House on Jan. 
thorizing the Moline & Peoria’ R. R. 
across the Rock River in Illinois. 

Mount VERNON, N. Y.-—The Wrought Iron Bridge Co. 
has the contract for the Dg bridges over the aye 

5.000 ; 


19 to vote 


28 passed a bill au- 
to build a bridge 





River, as follows: 112 $26,000 ; 28 ft. 

34+ ft. 6 in., $4,090; 47 4 G in., $5,090. : 

are concrete-metal arches of the Thatcher type. 
NEWBURYPORT, MaAss.—The Essex County Commis- 


sioners have under consideration a bridge across the Mer- 
rimac River, to cost about $1,000,000. 


NEW Beprorp, MAss.-—The following bids were re- 
ceived Jan. 23, for the new portion of the New Bedford 
and Fairhaven bridge: 

Foundation and Roadway: Miller & Ellis, Boston, 
$152,865; Norcross Brothers, Worcester, $162,400; J. W. 
Bishop & Co., Providence, $179,515; Frank Pigeon, New 


York, $199,549. 
New York, $94,- 


Metal Work: American Bridge Co., N 


40; North Pennsylvania Iron Go., North Pennsylvania 
Junction, Philadelphia, $103,000; Eastern Bridge & 
Structural Co., Worcester, $105,000; Variety Iron 
Works Co., Cleveland, O., $107,500; Boston Bridge 
Works, Boston (conditional bid), $109,480; King Bridge 
Co., Cleveland, O., $112,400; New England Structural 


Pennsylvania Steel Co., Steelton, 
Canton, O., $121,000; 
John E. Bud- 


Co., Boston, $112,747; 
$119,746; Canton Bridge Co., 

Toledo Bridge Co., Toledo, O., $125,000; 

dington, New Haven, Conn., $133,000. 

New Hiamrure, N. Y.—The New York Central & Hud- 
son River R. R. has contracted with the American 
Bridge Company for two drawbridges, which are to be 
operated by gasolene engines; one of them to be located 
near New Hamburg, N. Y., and the other one near Little 
Ferry, Bergen County, N. J. Both are through plate gir- 
der bridges with double track. 

New York, N. Y.—Plans have been submitted to the 
Board of Estimate for a bridge over East Chester Bay 
in Pelham Bay Park. It will be about 1,180 ft. long and 
cost about $350,000. 


NILES, Micu.—A new 
which is to cost $10,000, 
seph River at Main street. 

Nortu TONAWANDA, N. Y.—A bill is before the Legis- 
lature appropriating Sania for a bridge over the slip 
connecting the Erie Canal with the Niagara River. 


N. Y.—J. R. Droney, President of the J. R. 
IDroney Lumber Co., informs us that he will receive bids 
until Feb. 15 for a plate girder bridge 200 ft. long to 
cross Castleman River at Confluence, Pa. 

Pesirico, Wis.—Bids are wanted until March 1 for 
a three-span bridge, 192 ft. long, over Peshtigo River. 
Wm. Ellis, Jr, Chairman, Town Board. (Jan. 11, p. 
» 


ol.) 


bridge, the superstructure of 
will be built across the St. Jo- 


OLEAN, 


Pirrspurcu, Pa.—It is stated that plans have been 
agreed upon for a wider bridge at South Tenth street 
over the Monongahela River. The Pittsburgh & Birm- 
ingham Traction Co. has agreed to pay part of the cost. 
(Dec, 14, 1900, p. 833.) 

The American Bridge Co. has the contract for the 
superstructure of the new double deck bridge across the 
Allegheny River for the Pennsylvania Lines. It will 
require about 7,000 tons of steel, and will be finished 
hy Jan. 1, 1902. 

The Grand Jury has approved the petition for a bridge 
over Wildeat Run in Elizabeth Township. 

N. H.—Bids are wanted Feb. 16 for a 
bridge, 292 ft., at the Navy Yard, at 

Address Mordecai 'T. Endicott, Chief 
Yards and Docks. Navy Department, 


VORTSMOUTIL, 
railroad trestle 
Portsmouth, N. LH. 
of the Bureau of 
Washington, PD. C 

Stoux Crry, lowa.—We are informed that J. M. Lewis 
is making plans for the bridge proposed over Perry Creek 
t Third street. (Oct. 19, 1900, p. 694.) 

Srarra, TENN.—The counties of White and Van Bu- 
ren have appointed a joint committee to consider the ad- 
visability of building a bridge over Caney Fork at Sparta 
and the Spencer Road crossing. 

SPRINGFIELD, MaAss.—The selectmen of the towns of 
Agawam and West Springfield are considering the prelim- 
inary plans that were made by Collins & Norton for the 
proposed bridge over the Agawam River. 

SPRINGFIELD, Onto.—A viaduct is proposed over Gal- 
lagher street, according to report. 

Cau.-—-The Sacramento & San Joaquin Val- 


to report, will build a dr awbridge across 
to be finished within three years. 


STOCKTON, 
ley, according 
Stockton Channel, 

VickspuRG, Miss.—Four iron 
sary on the new road in the National Military 
Vicksburg. Two of the bridges will be 330 ft. 
C, Haydon, Assistant Engineer. 


bridges will be neces- 
Park at 
long. G. 
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Y.—Bids will probably be wanted in 


WATERTOWN, N. 
It is to bea 


a short time for the Arsenal street viaduct. 
steel structure 825 ft. long, across the R. W. & O. division 
of the New York Central & Hudson River. It will cost 
between. $28,000 and $33,000, °C. O. McComb, City Engi- 
neer, 

WAUKESHA, Wis.—A bridge will be built over 
Ee vcr at Locust street, according to report. 


WINNIPEG, MAN.—Four large steel bridges are to be 
built shortly in Manitoba: One on the Canadian Pa- 
citic, for which the Dominion Bridge Co. has the con- 
tract at $175,000 for the steel, will be 780 ft. long, over 
the Red River: another is for the Canadian Northern, 
for which D. B. Hanna, Superintendent, is receiving 
bids until March 1, for a structure 750 ft. long, esti- 
mfited to cost $170,000. Mackenzie & Mies, of Toronto, 
owners of the Canadian Northern, are reported receiv- 
ing bids for a 500-ft. steel structure over Rainy River 
at Fort Francis, which is to cost about $100,000. An- 
other bridge for the Canadian Pacific is over Pembine 
River at La Riviere, which is to be a 100-ft. steel struc- 
ture and cost about $10,000. 


Other Structures. 


CINCINNATI, Outo.—Bids will be received by Ward 
Baldwin, Mitchell Bldg., Cincinnati, until Feb. 11, for 
a steel structure and foundry building complete for the 
Lane & Bodley Co, 

COLORADO SPRINGS, CoLo.—Last week fire destroyed 
the Denver & Rio Grande freight depot in Colorado 
Springs, causing a loss of about $100,000. 

Depot HARBOR, QUE v, Acting Secretary, 
Department of Public Works of Canada, Ottawa, Ont., 
will receive bids until Feb. 22 for an addition to the 
elevator wharf at Depot Harbor. Check for $25,009 
must accompany wl tenders. 

IIANNIBAL, Mo.—The coach, upholstering and milling 

departments and dryhouse, composing part of the shop 
plant of the Burlington, were destroyed by fire Jan, 24, 
causing a loss of about $125,000. 
ILut.—Regarding the report that the Pressed 
Steel Car Co. is rebuilding the Fox plant at Joliet, we 
are informed that the company is only putting this 
plant in shape, so that they can go ahead with making 
truck frames, bolsters, etc. Nothing definite has been 
decided as to what extent the burned portion will be 
rebuilt. 


Fox 





JOLIET, 


house of the 


cable power 
Washington 


KANSAS City, Mo.—The 
Ninth and 


Metropolitan Street Ry. at 


streets was destroyed by fire Jan. 26. The loss was 
about $75,000. Sixty cars were also destroyed. 


Va.—The Pennsylvania R. R.. will 
at Greenwich Point in the lower part 
The pier will 


PHILADELPHIA, 


build a coal pier 
of the city, Contracts are reported let. 


be 739 ft. long and 60 ft. wide. 
Pirrspurcu, PaA.—The Pittsburgh Valve, Foundry «& 
Machine Co. is considering plans for consolidating a 


number of the plants. 


SPRINGFIELD, Outo.—The Cleveland, Cincinnati, Chi- 
cago & St. Louis, according to report, will begin work 


freight station between 
Springfield, 


its proposed new 
Union and Fountain avenues, 
1900, p. 783.) 


#t once on 
Washington, 
Ohio. (Nov. 23, 

WHEELING, W. Va.—The Baltimore & Ohio will build 
a temporary passenger station on South street, while 
arrangements are being made for a permanent station. 


WILMINGTON, DeL.—Work wiil soon be begun on the 
addition to the mills of the Diamond State Steel Co. 

Work on the $5,000,000 plant of the Delaware Forge 
& Steel Co. will soon be begun. 


MEETINGS AND ANNOUNCEMENTS. 


(For dates of conventions and regular meetings 
of railroad associations and engineering 
societies see advertising page wi.) 


Canadian Society of Civil Engineers. 

The annual meeting of the Canadian Society of Civil 
Engineers was held in Montreal last week. Among 
the officers elected were: President, Mr. E. H. Keating, 
Toronto; Vice-Presidents, Messrs. G. . Duggan and 
E. Marceau, Montreal, and C. H. Rust, Toronto. The 
members of Council elected were Messrs. Kennedy, Au- 
derson, Mountain, MacPherson, Archibald, Campbell, 
Putler, Galbraith, Ross, Poole, Rogers, Hering (R.. « 
New York), Chipman, Smith and McConnel. 


American Society of Civil Engineers. 

At the meeting of Feb. 6 Prof. Crandall’s paper on 
“The Adjustment of a Transit Survey, Ete.” will be 
presented, and on Feb. 20 a paper by Mr. G. N. Houston 
will be presented on “The Construction of Gravity Sand 
Filters at Nyack.” On March 6 the paper will be on 
“Flow in Sewers of the North Metropolitan Sewerage 
System of Massachusetts,” by Mr. Theodore Horton. 

The Thirty-third Annnal Convention will be held at 
Niagara Falls, N. Y., June 25 to 28. inclusive. 


Engineers’ Club of St. Louis. 

The 519th meeting was held at 8:30 p. m., Jan. 16, 
President Spencer presiding. The subject of the evening 
was a paper by Prof. J. L. Van Ornum, entitled “The 
Purification of Sewage by the Septic Process.” Prof. 
Van Ornum first reviewed the development of the septic 
process, in practice and in theory, and then discussed the 
problems needing further study and how such investiga- 
tions might be made. He considered the system beyond 
the experimental stage and that it had been thoroughly 
tried and proven a success. The author expected that 
as the application of established principles are perfected 
and further investigations are made, its efficiency will 
become still greater and its field of application be ex- 
tended. Discussion of the naper was participated in by 
Messrs. Russell and A. L. Johnson. 

The Chair announced the appointment of the following 
Entertainment Committee: H. H. Humphrey, Chairman ; 
D. W. Roper, W. H. Reeves. 


The Engineers’ Club of Philadelphia. 

A business meeting of the club will be held on Satur- 
day, Feb. 2, at 8 o’clock p. m., at which time a paper on 
“Chain ‘Transmission of Power; and By-Products of 
Coke Ovens,” illustrated, will be read by Mr. Charles 
Piez. 

At the meeting, on Jan. 19, Prof. Edgar Marburg. re- 
tiring President, presented the paper of the evening upon 

“Nineteenth Century Engineering: Its Evolution and 
Something of Its Beginnings in America.” After a 
brief review of the early history of science up to the be- 
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ginning of the present century, he pointed out the fact 
that engineering was then still the art without the science 
of construction. He traced the progress due to the use 
of steam power, the development of canal transportation, 
the history of framed structures, which as a science be- 
gan only in 1847; the development in the use of engineer- 
ing materials made possible by progress in metallurgy, 
and the enormous progress for professional education 
made in the number and character of engineering schools, 
societies and publications. 

The officers for 1901 are: President, Henry Leffmann ; 
Vice-President, Edwin IF. Smith; Secretary, L. F. Ron- 
dinella: Treasurer, Geo. T. Gwilliam; Directors (for two 
years), Silas G. Comfort, Minford Levis, W. B. Riegner. 


Western Railway Club. 

A meeting of the Western Railway Club was held Tues- 
day afternoon, Jan. 15, at the Auditorium Hotel, Chi- 
cago. The Secretary stated that the membership of the 
Club is now 921; during the past month there has been 
an addition of 29 members. The following committees on 
revision of the Interchange Rules were appointed: On 
freight car rules, J. J. Hennessey, Chicago, Milwaukee & 
St. Paul; F. H. Stark, Cleveland, Lorain & Wheeling ; 
and P. H. Peck, Chicago & Western Indiana. The com- 
mittee on passenger car rules is: C. A. Schroyer, Chicago 
& Northwestern; J. E. Buker, Illinois Central, and R. D. 
Smith, Chicago, Burlington & Quincy. The committees 
are expected to report at the April meeting. 

Mr. George R. Gillon, of the Watson-Stillman Co., pre- 
sented a paper on hydrostatic tools, including a descrip- 
tion of hydraulic jacks, presses, etc. The paper brought 
out little discussion, but a rather interesting point was 
suggested by Mr. G. R. Henderson that there may be ad- 
vantages in hydraulic presses over steam hammers for 
forgings made in railroad shops. In fact, Mr. Hender- 
son went so far as to predict that steam hammers would 
be replaced by hydraulic presses for large work in rail- 
road shops and for many small forgings as well. No one, 
however, seemed to know much about forging presses 
and the discussion on this point was brief. 

The paper on locomotive hot-boxes by Mr. M. E. Wells, 
of the Burlington & Missouri River, was discussed at 
great length, but there was no agreement as to methods 
for preventing hot-boxes. The principal point which Mr, 
Wells emphasized was the need of greater care and at- 
tention in maintaining boxes. Mr. Henderson said that 
great care is also required in the selection of materials. 
For instance, iron axles are often imperfectly welded at 
the journals and these seams appear to act as cutting 
edges and abrade the bearing metal and cause heating. 
He thinks the present method of lubricating locomotive 
driving boxes is the crudest in existence, and he is ex- 
perimenting with a force lubricator which gradually feeds 
oil down through the top of the driving box. The engine 
on the Chicago & Northwestern, which has been equipped 
with this device has only been in service a_ short time 
and little is yet known about its efficiency. The question 
of placing the oil grooves at the Sides instead of at the 
top of the driving box was discussed by Mr. 8S. P. Bush 
and others and the side grooves were disapproved. The 
objection seems to be that these side grooves fill up 
quickly with small particles of waste and other foreign 
matter and the supposed advantages are not realized. 

The next meeting will be Feb. 19, and two papers will 
be presented. One will be by Prof. Storm Bull, of the 
University of Wisconsin, entitled “The Paris Exposi- 
tion,’ and the other will be by Mr. G. W. Rhodes on 
“Bolts, Nuts and Keys in Engine and Car Construction.” 





PERSONAL. 





(For other personal mention see Elections and 
Appointments. ) : 


—Mr. Edwin MeNeil died suddenly of Bright’s disease 
January 28, in New York city. He was born in Macon, 
Ga., forty-five years ago and was a graduate of West 
Point Military Academy. In 1880 Mr. McNeil became 
Assistant Superintendent of the Shepaug Railroad and 
the following year Superintendent. In July, 1885, he 
Was appointed General Superintendent of the Hartford 
& Connecticut Western, then in 1888 became General 
Manager of the St. Joseph & Grand Island, and in 1894 
Receiver and General Manager of the Oregon Railroad 
& Navigation Company. 


—Mr. E. J. Sanford, as recently noted in these col- 
umns, becomes President and Superintendent of the 
Union Depot Co., of Kansas City, Mo. Mr. Sanborn 
was born in Canton, St. Lawrence County, N. Y., June 
5, 1848, and entered railroad service in 1861 at Dwight, 
Ijl., as station baggagemaster and telegraph student. He 
went into the army and, after serving through the Civil 
War, returned to Dwight and re-entered railroad service 
with the Chicago & Alton, serving through various grades 
up to conductor, until April, 1883; Trainmaster at Kan- 
sas City until 1889; Assistant Superintendent in charge 
of the Kansas City Division at Slater, Mo., until 1893, 
when his position was abolished. He was then selected 
by the Superintendents’ Association at Kansas City, 
Mo. (which he had served as Secretary for about eight 
years) to become Chief of the Kansas City Joint In- 
spectors’ Association. He remained with that Associa- 
tion until January, 1897, when he joined his present com- 
pany as Superintendent of the Union Depot at Kansas 
City. He now becomes also President. 


—Mr. W. H. Peddle, as recently noted, has been made 
General Superintendent of Transportation of the South- 
ern Railway at Washington, D. C. Mr. Peddle was 
born at Indianapolis, Ind., Sept. 21, 1850. He was 
graduated from the high school at Terre Haute, Ind., 
in 1868, and took two years at the Polytechnic College 
of the State of Pennsylvania. Then he entered the 
service of the Evansville, Terre Haute & Chicago, 
which was at that time building, as rodman. In No- 
vember, 1870, he entered the service of the Central of 
New Jersey and continued with that company until 
January, 1898, serving as clerk. draughtsman, Assistant 
Engineer, ete., until June, 1883; as Division Roadmaster 
and Division Engineer until October, 1889, and then as 
Division Superintendent. He was appointed General 
Superintendent Maintenance of the Southern, his pres- 
ent company, in January, 1898, continuing until No- 
vember, 1900, when he became Assistant General Man- 
ager. He took his present position of General Super- 
intendent of Transportation on Jan. last. 


—Mr. M. F. Bonzano, as recently noted, is Chief En- 
gineer of the re-organized Toledo, St. Louis & Western. 
Mr. Bonzano was born at Detroit. Mich., May 13, 1858. 
After being graduated from the Rensselaer Polytechnic 
Institute at Troy, N. Y.. in 1878, he entered the service 
of the Philadelphia, Wilmington & Baltimore as Assis- 
tant Engineer. When the Pennsylvania took control 
of his company, he was employed as Assistant Engineer 
by that company. and had charge of extensive improve- 
ments in Philadelphia. Early in 1882 he was trans- 
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ferred to the General Superintendent’s office at Altoona, 
and resigned in October of the same year, entering the 
service of the Philadelphia & Reading as Assistant En- 
gineer at Philadelphia. He continued with that com- 
pany until it went into the hands of receivers in 1893, 
serving from Roadmaster to General Superintendent. He 
entered the service of the South Jersey R. R. in 1894 as 
Assistant Manager, was made General Superintendent 
the following year, and in 1896 became General Man- 
ager of the Chattanooga Southern. ‘The year follow- 
ing he was General Agent for the Receiver of the Co- 
lumbus, Sandusky & Hocking, and was afterwards 
made Superintendent and Chief Engineer of the same 
road. He again returned to the service of the Chatta- 
nooga Southern in 1898 as General Manager. He re- 
signed on June 1, 1900, and acted thereafter as Con- 
sulting Engineer. His appointment as Chief Engineer 
of the Toledo, St. Louis & Western took effect Jan. 
15 last. He is a member of the American Society of 
Civil Engineers, the American Society of Railroad 
Superintendents and other organizations. He did good 
work in two great strikes, one being that of the Knights 
of Labor on the Philadelphia & Reading in 1887, while 
he was Superintendent of the Philadelphia and New 
York Division; the other the switchmen’s strike at Buf- 
falo in 1892. The Lehigh Valley was under lease at 
that time to the Philadelphia & Reading, and Mr. Bon- 
zano was sent to Buffalo to take charge of the interests 
of the two companies. ; 


ELECTIONS AND APPOINTMENTS. 


Atchison, Topeka & Santa Fe.—C. W. Kouns, heretofore 
Superintendent of Car Service, has been appointed 
Assistant General Superintendent at Topeka, Kan. 
I. C. Fox succeeds Mr. Hurley, promoted, as Divi- 
sion Superintendent at Las Vegas, N. Mex. G. KE. Ayer 
succeeds Mr. Fox as Division Superintendent at 
Pueblo, Colo., and Mr. Ayer in turn is succeeded by 
T. J. Whisnand, who was heretofore Assistant Divi- 
sion Superintendent at Chanute, Kan., as Division 
Superintendent at Wellington, Kan. 


Brooklyn Rapid Transit Company.—B. W. Folger, Jr., 
has been appointed General Superintendent, succeeding 
George W. Edwards, resigned, effective Feb. 1. 


Buffalo, Hamburg & Aurora.—Albert Culver was, on Jan. 
23, elected President and A. B. Stearns Vice-President. 
(See R. R. Construction column, Jan. 25, p. 69.) 


Chattanooga & Lookout Mountain.—The officers of this 
company are: President, S. W. L. Divine; Vice-Presi- 
dent, R. W. King, and Secretary, W. Carey. (See R. 
R. Construction column, Jan. 18, p. 51.) 


Chicago & Northwestern.—The following appointments 
have been made effective Jan. 15: Charles S. Hall, En- 
gineer of Track Blevation at Chicago, Ill.; Willard 
Beahan, Division Engineer at Winona, Minn.; Ches- 
ter T, Dike, Resident Engineer at Peoria, Ill.; H. E. 
Stannard, Acting Division Engineer, at Baraboo, 
Wis., succeeding B. J. Sweatt, transferred; Barton J. 
Sweatt, Division Engineer at Mason City, Ia., suc- 
ceeding C, T. Dike, transferred, and Albert W. Mer- 
rick, Division Engineer at Eagle Grove, Ia. 


Cincinnati, Portsmouth & Virginia.—At a meeting of the 
Board of Directors held Jan. 22, Henry Fink was 
elected President, succeeding Samuel Hunt, resigned. 
These officers were also elected: A.J. Hemphill, Assist- 
ant Secretary, succeeding J. J. Collier, resigned, and 
W. G. Macdowell, Assistant Treasurer. The follow- 
ing appointments have been made to take effect same 
date; L. E. Johnson, General Manager, succeeding T. 
I). Rhodes, resigned; M. Jameson, Comptroller; 
Joseph W. Coxe, Auditor, succeeding W. D. Gray, re- 
signed; E. T. Burnett, Purchasing Agent; Joseph I. 
Doran, General Solicitor, with headquarters at Phila- 
delphia, Pa.; James C. Cassell, General Superintend- 
ent; T. S. Davant, General Freight Agent; E. F. 
Gray, Assistant General Freight Agent at Cincinnati, 
Ohio; W. B. Bevill, General Passenger Agent; T. D. 
Rhodes, Assistant General Passenger Agent at Cin- 
cinnati, Ohio; W. H. Lewis, Superintendent Motive 
Power, and Charles 8. Churchill, Engineer Mainte- 
nance of Way. The headquarters of Messrs. Johnson, 
Jameson, Coxe, Burnett, Cassell, Davant, Bevill, 
Lewis and Churchill will be Roanoke, Va. V. A. 
Riton becomes Superintendent_at Kenova, W. Va., 
and J. C. Gleason, Assistant Superintendent at Cin- 
cinnati, Ohio. W. D. Gray has been appointed As- 
sistant Auditor with headquarters at Cincinnati, Ohio. 


Columbia Southern.—Geo. J. Mohler, General Manager 
at Shaniko, Ore., has resigned. 


Columbus, Lima & Milwaukee.—John W. Lutz has been 
appointed General Superintendent, with headquarters 
at Defiance, Ohio. 


Conneaut & Eastern.—The officers of this newly in- 
corporated company are: President, James H. Reed; 
Vice-President, L. C. Phipps. and Secretary and Treas- 
urer, W. W. Blackburn. (See R. R. Construction col- 
umn, Jan. 18, p. 51.) 


Delaware, Lackawanna & Western-—J. M. Daly, Super- 
intendent of Transportation, having resigned (p. 69) 
the position is abolished and the duties assumed by T. 
E. Clarke, General Superintendent, effective Feb. 1. 


Great Northern—C. H. Putnam has been appointed 
Superintendent of Shops, with headquarters at 
Spokane, Wash., succeeding J. A. Steele, resigned. 


Gulf, Beaumont & Kansas City—W. W. Willson, Assist- 
ant General Manager at Beaumont, Texas, has re- 
signed. 

Hocking Valley. 
First Vice-President 
President. 





On Jan. 21, R. W. Hickok was elected 
and J. H. Hoyt Second Vice- 


Indiana, [Illinois & Towa——W. C. Sanders has been ap- 
pointed Superintendent of Telegraph, with headquar- 
ters at Kankakee, II] 

Kansas City, Fort Scott & Memphis.—A. Hilton has 
been appointed Assistant General Passenger Agent. 


Louisville, Anchorage & Pewee Valley.—The officers of 
this company are: President, H. H. Bechtel, Cincin- 
nati, Ohio: Vice-President and Treasurer, Percival 
Moore, Louisville, Ky., and Secretary, James F. Buck- 
ner, Jr.. Louisville. (See R. R. Construction column, 
Jan. 25, p. 69.) 

Mexican Central—T. F. Brady has been appointed Mas- 
ter Mechanic of the Chihuahua Division. with head- 
quarters at Chihuahua. Mex.. succeeding H. W. Ridg- 
way. resigned, effective Jan. 31. 


Minneapolis, St. Paul & Sault Ste. Marie-—H. C. Pearce 
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has been appointed Purchasing Agent, succeeding J, 
Kk. Shaughnessy resigned, effective Jan. 25. 


Netraska & Gulf-—The officers .of this company are; 
President, John Keedle; Vice-President, J. B. Cessna; 
Treasurer, J. D. Mines; Secretary, T. J. Creeth, and 
Attorney, H. S. Dungan. (Construction Supplement, 
July 27, 1900.) 


New York Central & Hudson River—The position of 
Traffic Manager of the West Shore has been abolished. 
The General Freight Agent of the W. S. will report 
to the Trattic Manager of the N. Y. C. & H. R., Nathan 
Guilford, and the General Passenger Agent to Geo. H. 
Daniels, General Passenger Agent of the N. Y. C. 
& H.R. 


Pennsylvania.—Lewis Neilson, heretofore Assistant Sec- 
retary, has been appointed Secretary, succeeding the 
late J. C. Sims. 


Pennsylvania Company.—Robert Ferriday has been ap- 
pointed Engineer Maintenance of Way of the North- 
west System, at Toledo, Ohio, succeeding A. H. San- 
ford, transferred as Engineer Maintenance of Way at 
Louisville, Ky. 

On Feb. 1, R. Reed becomes Assistant Treasurer; M. 
C. Spenser. Cashier (Southwest System), J. H. Fred- 
erick, Cashier, and R. W. Morrison, Paymaster (North- 
west System). 


San Francisco & San Joaquin Valley.—Alex. Mackie, 
Secretary at San Francisco, Cal., has resigned. 

Southern.—Hl. B. Spencer, Assistant General Manager 
of the St. Louis-Louisville Lines, has been appointed 
General Manager of those lines, with headquarters at 


St. Louis. Mo., succeeding Geo. C. Smith, resigned, 
effective Feb. 1. 
Temiscouata.—-D. B. Lindsay, General Passenger and 


Ireight Agent, has been appointed General Manager, 
succeeding T. Crockett, resigned. 


Union Pacific —George Lang has been appointed Gen- 
eral Agent of the Freight and Passenger Departments, 
with headquarters at 250 South Spring street. Los 
Angeles, Cal., succeeding F. S. McCormick and IT’. O. 
Prince, assigned to other duties, effective Feb. 1. 


Waycross Air Line—G. W. Guess has been appointed 
Purchasing Agent, with headquarters at Waycross, 
Ga., effective Jan. 10. 
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New Incorporations, Surveys, Etc. 


AKRON & NILES.—This company was incorporated in 
Ohio, Jan. 23, with a capital stock of $15,000, to build 
a railroad from Akron east about 40 miles through Sum- 
mit, Portage and Trumbull counties to Niles. The in- 
corporators are: Chas. W. French, C. D. Crouch, V. A. 
Dehnel, E. C. Hurd and Curtis E. McBride. 

The same men on that date incorporated the Alliance 
& Pittsburgh, of Mansfield, with a capital stock of $20,- 
000, to build a railroad from Alliance east to the Penn- 
sylvania State line. Mr. McBride is an attorney for the 
Baltimore & Ohio, which is supposed to be back of these 
roads. 


ALLIANCE & PITTSBURGH.—See Akron & Niles above. 


ATCHISON, TOPEKA & SANTA FE.—WSurveys are report- 
ed in progress for an extension of the Gulf, Colorado & 
Santa Fe from San Angelo, Tex., west about 175 miles 
to Pecos City, to connect with the Pecos Valley & North- 
eastern. 


BaAttrmore & On10o.—The bills for the new terminals 
and track elevation at Washington, D. C., for this com- 
pany and the Baltimore & Potomac line of the Pennsyl- 
vania, have passed both the Senate and House, and 
have been sent to conference. (Dec. 28, 1900, p. 868.) 


BERKSHIRE STREEtT.—This company. has been organ- 
ized' at Winsted, Conn., with a capital stock of $1,100.- 
000, to build an electric railroad 55 miles long through 
Berkshire County, Mass., extending from the Connecti- 
cut State line north through Sheffield, Great Barring- 
ton, Stockbridge, Lee, Pittsfield, Berkshire and Chesh- 
ire to Adams. Among those interested are: Ralph D. 
Gillett, Pittsfield; Franklin Weston, Dalton, Mass.; 
Thomas Post, Lenox; B. D. Rising, Housatonic: John 
P. Pomeroy, Great Barrington; W. B. Dean, Cheshire; 
J. D. Sanford, Springfield; Thomas D. Peck, Seymour, 
Conn.; W. H. Ely, Westfield. 


Britis CoLtumsBra Roaps.-—Stuart Henderson, So- 
licitor of Ashcroft, B. C., is applying to the Legislature 
of British Columbia to build a railroad from the town 
of Ashcroft, B. C., to a point at or near the mouth of the 
Bonaparte River, thence north up the valley of the Bona- 
parte and along the west fork to Bridge Creek, thence 
along the valley to the Cariboo road to Quesnelle, with 
a branch to Barberville, and power to build 20-mile 
branches in any direction. 


BUFFALO, NriaGaRA Farts & RocHESTER.—Application 
has been made for right of way to the New York State 
Railroad Commission for this proposed electric line from 
Buffalo east to Greece, near Rochester, where connection 
will be made with the Rochester Electric system, in all 
about 120 miles, including branches. Congressman James 
O’Grady, of Rochester, is Counsel. Among the directors 
are Allen C. Beach, Watertown: Chas. S. Baker, Roch- 
ester, and Wm. H. Gillette, of Charlotte. (Construction 
Supplement, July 27, 1900.) 





* CASTLE VALLEY.—This company has been incorporated 
in Utah, to build a branch line for the Rio Grande 
Western from Saline east about 40 miles to Castle Valley. 


CENTRAL RApip TRANSIT.—This proposed electric line 
from Scranton, Pa., is to be 7144 miles, connecting sub- 
urban towns. There will be one viaduct. Hon. J. W. 
Lewis is President, and J. H. Brooks, Secretary and 
Treasurer. (Jan. 25, p. 69.) The central office is Seran- 
ton. (Official.) 


Cuatuam & Supursan.-—Application has been made 
to the Ontario Legislature to reserve the charter of this 
road proposed between Chatham, Blenheim and Ron- 
deau, on the south; Chatham, Mitchells Bay, Wallace- 
burg, Dresden and Petrolia on the north, and Tilson- 
burg on the west. This road will be a link in the system 
of radial railroads contemplated in this seetion of On- 
tario, and will in no way be a rival of the Chatham & 
Windsor Railway, now secking a charter. 

CHICAGO, MILWAUKEE & Nt. Paut.—A contract is tet, 
according to report, for the extension from Tron Moun- 
tain, Mich., southeast about five miles to Quinnesec, to be 
completed in May. 


CLEVELAND, WILLIAMSTOWN & BELINGTON.—This com- 
pany has been organized at Williamstown, W. Va... to 





build a raijroad from that city east about 100 miles via 
Waverly, Glendale, Cornwallis, Harrisville, Pullman, Au- 
burn, Troy and Weston to Belington. she same men have 
organized the Williamstown Railroad, Bridge & Termi- 
ual, Whose incorporation was recently noted (Jan. 4, p. 
16), to build a bridge across the Ohio River from Will- 
iamstown to Marietta, Ohio. It is stated that connection 
will be made for Cleveland with some existing line. 
Among those interested in the new Hine are: Hon. H. C. 
Henderson (President), Williamstown; John H. Linin- 
ger (Secretary and Treasurer), Harrisville: W. R. Ryan, 
of Cleveland, Ohio; Dr. A. H. Iwunst, of Weston: T. F. 
Barrett, of Parkersburg. 

CUMBERLAND PLATEAU.—This company was incorpor- 
ated in Tennessee, Jan. 22, with a capital stock of $100,- 
O00, to build a railroad from Johnston’s Point, Cumber- 
Jand county, north to Jamestown, in Fentress county. 


DAYTON, SpRINGFIELD & UrBANA.—This company, 
which is building an electric line from Dayton, Ohio, 
northeast 41 miles to Urbana, proposes, according to 
report, to begin building within a week a branch from 
Osborn, east 12 miles via Byron and Yellow Springs to 
Xenia. 

DELAWARE & IivUpson.——-Application is being made to 
the New York State Railroad Commission for changes on 
the Nineveh branch at Lockwood’s crossing, in the town 
of Colesville. Change of grades are also proposed at the 
Center Village and Plains road, and also in the town of 
Windsor at Fisher's and Comstock’s crossings. In all 
these D. & HL. proposes to bear the entire expense of 
change. (Aug. 31, 1900, p. S88.) 


Derroir & Cuicago.—This company was organized in 
Brooklyn, N. Y., Jan. 25, with a capital stock of $4,000,- 
000, to build an electric railroad from Detroit, Mich., 
west to Jackson, and ultimately to Chicago. It will par- 
allel the Detroit, Ann Arbor & Ypsilanti between Detroit 
and Ann Arbor, and will use the Jackson & Suburban 
Traction line as a part of the road. That company has 
recently obtained rights and franchises from Jackson 
to Ann Arbor, 38 miles. The road in Jackson is to be 
entirely rebuilt. W. A. Boland, President of the Jack- 
son & Suburban Electric Traction, is also President of 
the new company; P. H. Flynn is Vice-President, W. A. 
Foote Secretary, and Frederick C. Cocheu, Treasurer, of 
the new company. 

Ex. Paso & NorrukASTeRN.—-The contract for the El 
Paso & Rock Island extension for 130 miles of line from 
White Oaks, N. Mex., northeast to Santa Rosa, on the 
Pecos River, is reported let to Goode & Co., El Paso, 
Tex. (E. P. & R. L, Dec. 21, 1900, p. 851.) 





Essex & KENT RaptiaL.—Messrs. Cleary & Suther- 
land, of Windsor, Ont., are applying to the Legislature 
of Ontario to build this electric railroad from Windsor 
to Chatham, Ont., with branches from Maidstone Cross 
to the village of Wheatley, to the village of Cedar Springs 
and the town of Blenheim. 

ILLINOIS SOUTIHERN.—Surveys are reported completed 
for the proposed extension from a point opposite Chester, 
Ill, southwest to the St. Louis, Lron Mountain & South- 
ern line of the Missouri Pacific in Missouri. (Nov. 16, 
1900, p. T64.) 

KANSAS Crry, Forr Scorr & Mémpuis.—Building is 
reported begun on an extension of the Belleville branch 
from Zincite north about five miles to Carl Junction, Mo. 


LAKE Erie, ALLIANCE & WHEELING.—This company 
was incorporated in Ohio, Jan. 26, to build a_ railroad 
from Fairport, in Lake County, on Lake Erie, to run 
south about 125 miles to Bridgeport, opposite Wheeling, 
W. Va. The incorporators are capitalists of Cleveland, 
Ohio, including Fred C. Hower, Lee Selover, W. Harper 
and A. J. Sweeney; also Hl. A. Garfield, a son of the 
late President Gartield. 

LirtLeE Rock SouruerNnN.—The Little Rock & New 
Orleans Construction Co. was incorporated in New Jer- 
sey, Jan. 24, with a capital stock of $750,000, to build 
this line, which is projected from Little Rock, Ark., south 
188 miles to the Louisiana State line, and thence to Bas- 
trop, On the New Orleans & Northwestern. A. L. Phil- 
lips, of Little Rock, is Engineer in charge. 


LYNN & Boston.—Building is reported begun on the 
Highland avenue extension of this electric line from 
Salem, Mass., to Lynn. The company is also to build a 
line between Lynn and Lynnfield. 


MerrorvouiraAN Evecrric (TORONTO).—Messrs. Bar- 
wick, Aylesworth & Wright, of Toronto, are applying to 
the Ontario Legislature for power to connect this com- 
pany’s tracks at its southern terminal with the Canadian 
Pacific, and to run its cars over the tracks of any com- 
pany operating railroads in the city of Toronto, upon 
terms to be agreed upon between the respective Companies 
and the city, for conveying passengers to the union sta- 
tion. the steamboat wharves and other points in Toronto, 
and to operate its whole line by electricity. 


MEXICAN Roaps.—The Mexican Government has 
issued a call for bids for the franchise for a railroad 
from Matamoras, west about 200 miles to Monterey. 


MicuiGAN CENTRAL.—-Building is to be resumed, ac- 
cording to report, on double tracking the line between 
Ann Arbor, Mich... and Dexter, 9.6 miles. 


New ORANGE & Four JuNcriION.—This is the new 
name of the New York & New Orange, which runs from 
the Central of New Jersey near Cranford, N. J., to 
New Orange. The road is to be extended three miles 
further north in the early spring. (Sept. 28, 1900, p. 
O44.) 

New York CENTRAL & THlupson RIVER.—NSub-contracts 
have been let, according to report, on the entire West 
Branch Valley line from Clearfield, Pa., east 31 miles to 
Karthaus, on the Pennsylvania. The contractors are J. 
H. Corbett, Reading: Mason Hoge Syndicate. Frankfort. 
Ky.; Carpenter & Boxley, Clifton Forge, Va.; Miller 
Construction Co., Lock Haven, Pa.: H. O. Rogers & Co.. 
Hyndman, Pa. The masonry work will be done by Nolan 
Bros., of Reading. (Dec. 28, 1900, p. 868.) 


New York, NEw Haven & Harrrord.—An officer 
writes that a plan has been discussed by the company 
with reference to a connecting line from North Attleboro, 
Mass., to run northwest about eight miles to Pleasant 
View. to connect with the Providence Division, but no 
decision has been reached. (Jan. 18, p. 52.) 

NIAGARA District, WELLANDPORT & DUNNVILLE.— 
Messrs. Gorman & Pettit, of Welland, Ont., are applying 
for a charter to build an electric railroad from Niagara 
Falls, and the town of Thorald, through the townships 
of Stamford, Thorald, Pelham and Wainfleet, in Welland 
County, and through the townships of Canboro, Moulton 
and Sherbrooke and the town of Dunnville, in the county 
of Haldimand, to Port Maitland, in the same county. and 
through the townships of Caistor, Gainsboro, Clinton 
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and Louth in the county of Lincoln, to Jordon Harbor 
or Station in the County ot Lincoln. 


NIAGARA FALLS, St. CATHARINES & ToRONTO ELEC- 
TRIC.-Messrs. A. B. Colvin, ex-Treasurer of New York 
State, Ids Powers, his partner, and a number of Toronto 
capitalists are reportcd arranging with the Westing- 
house Electric Co. for a through electric line from To- 
ronto to Buftalo. Myr. Colvin is the head of the N. E., 
st. C. & T. E., which has been extended from St. Cath- 
arines to Port Dalhousie, and has bought a line of 
steamers to run from ‘Toronto across Lake Ontario to 
Port Dalhousie. The route would be thence by the N. 
I’. St. C. & T. i. through St. Catharines and Thorald 
to the arch bridge at Niagara Falls, Ont.; thence via 
the International Traction line over the bridge and 
along the Niagara River, and through the streets of Buf- 
falo, direct to the grounds of the Pan-American Expo- 
sition. The new road is stocked at $1,000,000, and 
bonded for $500,000. It will do both a freight and pas- 
senger business and the promoters expect to carry 
100,000 passengers to the Exposition. 

NorFoLK & WESTERN.—This company will apply to 
the North Carolina Legislature for permission to extend 
its line through Carroll and Grayson counties, Va., and 
Alleghany, Ashe and Watauga counties, N. C. The com- 
pany already has a branch to Chestnut Yard, Carroll 
County, Va., and the extension from that point will run 
about 75 miles southwest through the counties named. 


ONTARIO” Roaps.—R. B. Henderson, solicitor of 
Toronto, is applying to the Ontario Legislature to build 
a system of elevated and surface electric railroads in the 
city of Toronto and adjoining municipalities. 


PENNSYLVANIA.-—The company has let contracts on 
the improvements in Pennsylvania described last week 
(p. TO) as foltows: Additional tracks between Juniata 
Bridge and Aqueduct Station, on the Middle Division, 
to James EF. Wwerns & Son, Pottsville; change of line 
and additional tracks in Lewistown Narrows, first sec- 
tion, P. i’. Brendlinger of Narberth; second section, P. 
McManus, Vhiladelphia; additional tracks between 
Mount Union and Mill Creek, C. A. Sims, Philadelphia; 
additional track between Spruce Creek and Union Fur- 
nace, Ineller & Crosson, Lancaster; four-track road be- 
tween Larimer and Stewart, on the Pittsburgh Division, 
first section, Booth & Flynn, Pittsburgh; second section, 
I’. M. Clement & Co., Philadelphia. 

Building is reported begun on an extension of the 
Scalp Level line trom Scalp Level. Pa., seven miles west 
of the lands of the Berwind White Coal Co., in Somerset 
County. H. S. Kerbaugh has the contract. 

See also Baltimore & Ohio. 

PERE MARQUETTE._—Preliminary surveys are reported 
in progress for an extension from Howard City, Mich., 
west about 20 miles to Newaygo, to connect with the 
main line. 


QU APPELLEE & INDIAN HEAD ELrEctrRic.—Toronto 
capitalists are forming a company to apply for a charter 
under the Electric Railways Act to build an electric 
railroad between Indian Head and Qu’Appelle. 


QUEBEC CENTRAL.—An officer confirms the statement 
that application has been made for extending this line 
from Scott Station, Que. to a point on the River St. 
Lawrence, but as yet no surveys have been made and 
no definite route fixed. (Jan. 18, p. 52.) 

Rep River & SOUTHWESTERN.—Grading is completed 
from Llenrietta, Tex., to Archer City, 30 miles, on this 
new line from Henrietta, on the Missouri, Kansas & 
Texas, to run northwest 140 miles via Archer City and 
Salcinford to Abilene, on the Texas & Pacific. The com- 
pany expects to lay track on the 30 miles this year. (Con- 
struction Supplement, July 27, 1900.) E. 8. Carver, of 
Henrietta, is Vice-President and General Manager. (Of- 
ficial.) ; 

RocueESTER & EASTERN RApPIp.—This company was in- 
corporated in New York Jan. 21, with a capital stock of 
$500,000, to build an electric line from Brighton, ter- 
minus of the Monroe avenue line of the Rochester Ry., 
to run southeast via Pittsford to Geneva, with a branch 
from Pittsford east to Fairport, in all 45 miles. The 
directors are: Albert E. F. White, John Winter, <A. 
Lindsley Parker, Frank C, Andrews and Oliver H. 
Law, of Detroit; Eugene H. Satterlee, of Pittsford; 
Oscar N. Crane, of Canandaigua; Spencer F. Lincoln, 
of- Naples, and John IF’. White, of Buffalo. 

St. Louis, CAPE GIRARDEAU & SOUTHERN.—Contracts 
will be let in February for this proposed line from Cape 
Girardeau, Mo., northwest about 45 miles via Jackson to 
Perryville to connect with the Chester, Perryville & Ste. 
Genevieve. Contracts will be let for grading five-mile 
sections, all contracts to have the time limit, and bonds 
will be required. The company is controlled by Houck’s 
Missouri & Arkansas, and L. B. Houck, of Cape Gir- 
ardeau. Mo., President of that company, is also Presi- 
dent of the new line. (Dee. 7, 1900, p. 818.) James F. 
Brooks, Cape Girardeau, is Chief Engineer.  ( Official.) 


SOUTHERN.—On Dec. 6 a contract was let to W. J. 
Oliver & Co., of Langley, S. C., for building what is 
known as the Reynold’s spur from a point 1,670 ft. west 
of mile post 7, on the Blocton Branch near Cahaba River. 
to run south through Bibb County, 1.35 miles, to coal 
mines of the Blocton & Cahaba Coal Co. About one-half 
the grading is completed.  ( Official.) 


SOUTHERN Missourrt & ARKANSAS.—An officer writes 
that the company is about to put under contract its pro- 
posed extension from Mingo Station, Mo., southwest 
about 1514 miles to Poplar Bluff. (Jan. 11, p. 34.) 


Soutuport & WESTERN.—A bill has been introduced 
in the North Carolina House to charter this company, 
with a capital stock of $100,000, which may be increased 
to $25,000,000, to build a railroad from Southport or 
Wilmington northwest across the State to the Tennessee 
line. The stockholders are Wm. E. Worth, Walker Tay- 
lor, W. W. Thompson, W. T. Shay and A. J. Hines. 


SrraruRoy & WESTERN COUNTIES.—Allan H. Royce, 
of Toronto, is making application to the Ontario Legis- 
lature for an extension of time for the commencement 
and completion of this company’s road. (Oct. 26, 1900, 
p: t12. 

SYLVANIA.-—An_ officer writes that surveys are in 
progress for an extension from Sylvania, Ga., to run 
north about 20 miles to Girard. The surveys will be com- 
pleted in about two weeks when the company expects to 
let contracts for building. New securities to meet the 
expenditures will probably be issued. The rails will be 
D6-Ib.:; there will be two bridges, both wooden. The line 
now runs from Rocky Ford, on the Central of Georgia, 
northeast 15 miles to Sylvania. W. M. Hobby, of Syl- 
vania, Ga., is Superintendent. 


Toronto StuBuRBAN.—Application will be made to 
the Ontario Legislature by Allan H. Royce of Toronto, 
for an act to permit an increase of capital stock to en- 
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able the company to extend its line through he coun- 
ties of Peel and Halton to the city of Hamilton, Ont. 


Union Paciric.——Contracts are reported let for a cut- 
off 18 miles long. between Cheyenne, Wyo., and. Denver, 
to reduce grades at Athol Hill. (Construction Supple- 
ment, July 27, 1900.) 

Unton Raitroap & TRANSPORTATION.—Surveys are 
just completed for this proposed line from Union, Ore., 
southeast up Catherine Creek and along the Lower 
Powder River to Snake River, about 80 miles. It is pro- 
posed to absorb the Union Street & Suburban line, about 
two miles long, in the city of Union. (Jan. 11, p. 34.) 
As soon as maps, etc., are completed the company will be 
ready to float bonds. Geo. F. Hall, of Union, is intet- 
ested. —( Official.) , 

Wabasu.—Bids are reported let for building the Mont- 
pelier extension. tSee Railroad News column.) 


WASHINGTON & ORrEGON.—Condemnation proceedings 
are begun for right of way on this proposed line from 
Portland, Ore., north to Tacoma and Seattle, Wash. It 
is stated that the right of way and grade of the Port- 
land & Puget Sound will be used. This was an ol 
project of the Union Pacific. abandoned a number of 
years ago. Allen G. Mason, of Tacoma, is an incorpo- 
rator of the new company. (Dee. 14, 1900, p. 834.) 


GENERAL RAILROAD NEWS. 





ALABAMA, NEW ORLEANS, TEXAS & PaciFIc JUNCTION. 
Upon surrender of coupons 19 and 20, due May 1 
and Noy. 1, 1900, interest from profits for the year 
1900 on “B” debentures will be paid at the full 5 per 
cent. rate, less income tax, by Glyn, Mills, Currie & 
Co., 67 Lombard street, London. 


BuFFALO, ROCHESTER & PITTSBURGH.—The interest on 
the $1,000,000 6G per cent. debenture bonds has been 
reduced to 5 per cent. from Jan. 1, 1901, and has been 
accepted by the holders of the entire amount out- 
standing. 

CHICAGO, BURLINGTON & QuINCY.—KEighty-six bonds for 
$1,000 each, and 12 bonds for $100 each of the Denver 
extension 4 per cent., due Feb. 1, 1922, have been called 
for payment at par at the New England Trust Co., 
Boston, on Feb. 1, interest to cease from that date. 
(Jan. 11, p. 34.) 


Cuicaco Crry.—The new $4.500,000 stock is offered at 
par to stockholders of record June 15, in the ratio of 
one share of new stock for each three held. (Jan. 25, 
p. 70.) 


Cuocraw, OKLAIIOMA & GULF.—According to the com- 
pany’s annual report, a mortgage for $1,000,000 on 
coal properties, and $15,000 per mile on the railroad 
now owned and to be built hereafter, is to be authorized 
as a consolidated mortgage. The proceeds are to be 
used for extending the line and for other purposes. 
(Dec. 28, 1900, p. 868.) 


ILLINOIS CENTRAL.—At a special meeting of the stock- 
holders, held at Chicago, Jan. 26, the capital stock was 
increased from $60,000,000 to $66,000,000. The new 
issue is to be sold at par to present stockholders, to 
be used for new equipment and other improvements. 
(Noy. 30, 1900, p. 802.) 


INDIANA, ILLINots & IowaA.—The company gives notice 
that on Feb, 1 it will exercise its option to pay the 
first mortgage 5 per cent. refunding gold bonds of 
1948, and interest will cease after that.date, . (Jan. 
18, p. 52.) 

Los ANGELES TERMINAL.—The California Improvement 
Co., an Illinois corporation, which controls the Los 
Angeles Terminal and other properties, has transferred 
its holdings in the L. A. T. into the new San Pedro, 
Los Angeles & Salt Lake. (Jan. 4, p. 16.) 


PERE MARQUETTE.—The first dividend, being 4 per cent., 
on the preferred stock, has been declared out of the 
earnings of the first year of the consolidated road. It 
is understood that quarterly dividends of 1 per cent. 
will be paid hereafter. 

Santa Fre Paciric.—The House Committee on Pacific 
railroads, on Jan. 26, adopted a bill authorizing the 
sale or lease of this road to the Atchison, Topeka & 
Santa Fe. The Atchison controls this road through 
ownership of the capital stock. Provision is also made 
that the company shall pay $200 a mile on its road 
through New Mexico, to be apportioned by the Legis- 
lature to the counties; also until 1902, $125 per mile 
taxation, and thereafter $200 per mile until the courts 
decide the law governing taxation in territories, or 
until the territories become states. 


TEXARKANA, SHREVEPORT & NATCHEZ.—An officer of this 
company is reported as stating that the Texas & 
Pacific has obtained an option, until Feb. 9, for acquir- 
ing this property. It extends from Texarkana, Ark., to 
Shreveport, La., 72 miles, and is projected to Natchez, 
Miss., about 200 miles in all. (Construction Supple- 
ment, July 27, 1900.) 


Texas & NEW ORLEANS (SOUTHERN PACIFIC).—The At- 
lantie Trust Co., trustee, New York, calls for bids 
up to noon, Feb, 21, for first mortgage bonds at 110 
aes interest, to absorb $200,000. (May 25, 1900, p. 
348.) 


ToLtepo & OHIO CENTRAL.—The stockholders will vote, 
on Feb. 7, on the proposition to execute “certain first 
mortgage branch and income bonds, to be used in pur- 
chasing, constructing and otherwise acquiring addi- 
tional branch line or lines of railway.” 


WasBasu.—The stockholders and debenture bondholders 
will vote, on March 19, as to the building of two pro- 
posed lines of new road. (1) The extension long under 
consideration from Toledo, Ohio, west about 57 miles 
to a point near Montpelier, Ohio; and (2), the Fort 
Wayne & Butler line from Fort Wayne, Ind., north- 
east 27 miles to Butler. The proposition includes the 
acquiring by purchase or lease of any lines of other 
companies that may be built along these routes. The 
stockholders and bondholders will also vote as to the 
proposed issue of bonds not to exceed $3,000,000 to 
cover the proposed lines; also as to $3,000,000 equip- 
ment bonds. (Jan. 25, p. 70.) ; 

They will also be asked to acquire the Kansas City, 
Excelsior Springs & Northern, extending from the 
company's line to Excelsior Springs, Mo., about nine 
miles, and to guarantee the principal and interest of 
the company’s bonds not to exceed $100,000 at 4 per 
cent. 

WueeELInG & LAKE Erte.—Spitzer & Co., New York and 
Toledo, offer $500,000 first consolidated mortgage 4 per 
cent. gold bonds due 1949, at a price to yield about 
41% per cent. (Aug. 3, 1900, p. 532.) 
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